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Steel Tired Gar Wheels. 


In this number of the Railroad Gazette we give engravings 
of a number of wheels with steel tires showing the different 
methods employed in Europe for fastening the tires. The en- 
gravings on this page are copied from Engineering, and are ex- 
amples of late forms of wheels designed in England. On 
another page will be found some illustrations of German 
practice as exhibited by Krupp at the Centennial Exhibition. 

The engraving, fig. 1, which is copied from Engineering, re- 
presents a wheel patented by Mr. William H. Kitson, manu- 
factured by the Leeds Wheel & Axle Company. It is described 
by our contemporary as follows : 


* The chief feature of the wheel is the provision of a central 
flange or disc, which extends from the boss pore to the tire, 
This contrat ai we aie fon gL ng. Lng with the boss, 

cen sc is either for one e 
as shown in our section, or a cast-iron boss is used it is 
made of wrought-iron plate, and tbe boss is cast on it. In 
either case, the makers have, by means of special arrange- 
ments, succeeded in making a thoroughly ee. When 
the iron disc is placed at the centre, as shown in the section, 
the wood ents or “ tabs’ are made half the usual thick- 
ness, the sets being disposed on each side of the iron disc. In 
another form of the wheel designed by Mr. Kitson, however, 
the iron disc is on one side instead ofat the centre, and wooden 
tabs of the usual thickness are employed. The new wheel 

esses several important advantages, and we think, 
ikely to come into v extensive use, with the 
increasin; <——_—ees of continuous as the iron disc, 
traversed as itis by the bolts, serves to transmit all tor- 
sional strains from the tire to the axle, and thus entirely re- 
lieves the wooden discs of such strains as they are least fitted 
to bear. Already a number of these wheels are in use, and 
maeseee are in process of construction. 

** Figs. 2 and 3 represent a form of disc railway wheel de- 
signed and patented by Mr. James B. Handyside, bak Crown 


Iron Works, —— x this wheel sev features 
a spre well deserving of attention. The construction 
0 6 W. 


ecls is, as will be Se miee J simple, and offers special 





facilities for manufacture. Each wheel consists of the tire, the 
boss, two discs, two rings, and twelve 
bolts, and all these parts can readily be 
made strictly to gauge so as to be inter- 
changeable. 

** The boss is of wrought iron and has 
forged in one piece with it four ome 
these arms being of such length tha 
they may be each traversed by one of the 
bolts which fasten the dises together. 
The discs are of thin plate steel and 
are stamped so as to give them the cor- 
rugated form shown, their shape 
such that at their outer and inner - 
pheries they grip the tire and boss re- 
spectively, It will be noticed from our 
section that the tire does not bear upon 
the outer edge of the discs, the latter so 
gripping the tire that the boss is sus- 
pended, and the discs are thus subjected 
to g radial tension and not compression. 

** Outside the discs at the point where 
the latter most nearly Le each 
other a pair of rings are p: , these 
rings being traversed by the twelve bolts 
already mentioned. ese bolts bind 
the discs together, while four of them 
also pass through the arms of the boss, 
asshown. The points of the bolts are 
riveted over, and weare informed by Mr. 
Handyside that the experience gained 
with the wh already running tends 
to show that the nuts have no tendency 
whatever to work loose. 

‘Several pairs of these wheels were set 
to: work more than six years ago on the 
Caledonian Railway, and they have con- 
tinued to run most satisfactorily up to 
the present time. Other similar wheels 





2° 


anecemooce « 





are now being made for that line, while 
they have been ified for a number 
of cattle wagons which the company is S 
now giving out. Sets of the wheels have 

also been ny ce eT eae Fig. 2. 
way as well as for the Grea " 

the. London, Chatham & Dover, and the Isle of Wight colieems, 
80 thet in a ee wi ime there will be quite a number of Mr. 
Handyside’s wheels running. 

\g Tt will be evident from our engravings that the form of the 
dises gives to the wheel a certain amount of elasticity which is 
conducive to the durability of the tire, while the connection 
between the boss and tire is such that the former may safe 
be worn down very thin before renewed. The wh 
also possess very great lateral and we have now be- 
fore us the results of some experiments carried out by Mr. 
Krupp at Essen, in which Mr. side’s wheel was laid on 
its aide on supports bearing against tire, and tested bya 
weight of 397 lbs. let fall from various heights of from 3 ft. to 
28 ft., these trials showing the wheel to possess remarkable en- 
durance.” 
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GERMAN DEPARTMENT. 
One of the greatest deficiencies of the Exhibition during the 
first half of the time it was open, and, in fact, in many cases, 

















Fig. 4. 


still later, was the want of full and clear printed descriptions 
of the various exhibits. It was only during the last weeks or 


cles exhibited. This was especially noticeable in the German de- 
partment in Machinery Hall. It was, in tact, not completed 
until a month or two after the opening, and after that time 
repeated efforts failed to elicit any information from the 
Teutonic sphinxes in charge of it. Just before the close, how- 
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and tires were used. 

Krupp was the first to introduce solid cast-steel tires for rail- 

way purposes, and these have since become of ordinary and 
extensive use, 

‘One car axle of crucible cast steel in the finished state, ac- 

to the dimensions approved by the Sern.an railways. 
* One locomotive 1 axle of crucible cast steel in the 
—- state (pattern of the North Eastern Kailway in Switz- 


). 
**One locomotive crank axle of crucible cast steel in the 
finished state with double bearings. 
One one driving-wheel 


tive eccentric crank and 
crank, both of crucible cast steel in the finished state. 
One locomotive driving-axle of crucible cast steel ready 


fitted with of same ecw = spoke wheels, nave 
and counter-weights included, of wrought mn” " 


This form of construction is much used on the continent of 
Europe. The engines in some cases have double frames with 
two bearings on the axle, one inside and the other outside the 
wheels, In others the frames and axle bearings are single, 
but outside the wheels, and the crank-pins attached to cranks 
on the ends of the axles. The axle last described has small 
cranks on the end of the crank-pin by which the valve gear is 
worked, The form of the bearings on the axles shown in fig. 4 
is also noticeable. 

In this the wheel.seat A is considerably larger in diameter 
than the journal-bearing B, and the latter is made with collars, 
C, 0, at each end. The journal-bearing is united with the col- 
lar by fillets, a and b, described with long radii, so that the 
corners are much less abrupt than they are usually made, 


“Two wheels of wrought iron, the one in the forged, the 
other in the finished state. These wheels are made by coiling 
a wrought-iron band of different be the one width form 
the nave, the other the disc and the last the rim of the wheel. 
The coil is then welded together. This metliod of Soe | 

















Big. 3. 


ever, very excellent catalogues were prepared, and a full 
description and an album of illustrations of the admirable dis- 
play from Krupp’s great works were obtainable by application 
to the proper parties. In describing this exhibit, probably it 
cannot be done in any better way than to quote from this 
catalogue, and add whatever comments seem to be required 
between the paragraphs. The objects intended for use on rail- 
roads exhibited by Krupp are described as follows in the 
“et Ono locomotive straight axle of crucible cast steel in the 
sg state. (Pattern of North Eastern Railway in Switzer- 


“ ® forged tender axle of crucible cast steel (pattern of the 
pray railway). The body of this axle is ed complete un- 
e 


uires no further w " 

a Ome aoa dt aan cast steel forged ecoording to the 
dimensions approved by the German railways, The body is in 
the same manner forged complete under the hammer.” 

This is the axle illustrated in the Railroad Gazette of Nov. 
10 of this year. Its weight is 200 kilogrammes = 440.9 lbs., or 
100 Ibs. more than the Master Car-Builders’ standard, to which 
so much objection has been made on account of its weight. 

“Two piston rods forged from crucible cast steel. 

‘*One coupling rod forged from crucible cast steel.” 

These rods, and in fact all that were exhibited in the Ger- 
man department, were forged with solid ends and oil boxes. 
This seems to be the almost universal practice in Europe, espe- 
cially with coupling rods. 





nae ale ben oe oon eee 

“Ges ‘aumeaiee ’ or crank pin boss with two spokes for 
ett eaetithere been made of wrought iron and forged 
fart er deocrpton of thin method of forging will bo given 


wheels is patented by the firm of Fried. in the 
States and Banada.” . Krupp _ 

Fig. 5 shows a section of part of one of 
the coils from which these wheels are 
made, and fig. 6a section of the wheel 
when the coil is welded up, The band 
from which the wheels are made is 
widest at one end. When this is coiled 
up it forms the hub, It then becomes 
narrower, and when coiled around the 
hub it forms the plate or disc of the 
wheel, and at the other end is wide 
enough to form the rim, 

“One tender axle of crucible cast 


steel, body f ready fitted with tires 
of same phe a and spoke wheels, nave 


included, of ht iron, 

“One car axle ag. 7) of crucible cast 
steel, body forged, ready fitted with tires 
of same ma 1 and spoke wheels, have 
included, of wrought iron. [An enlarged 
section of the tire and its fastenings is 
shown in fig. 11.] 

(fig. 6), ready fitted with disc wheels 

. 8), wheels 
cast in moulds of same material. A 
piece annexed cut off from such disc 
wheel showed the solid and sound cast- 


_ 


8] being constructed tes 
crucible cast steel, nave, hoops, ite and 
screws of wrought iron, class of 
wheels, besides gat elasticity, have the 
advantage that the tire is fastened on its 
whole erence and that it cannot 
become loose even in case of breakage. 
Trials made have given very favorable 
results.. The construction of these wheels 
has also been patented in the United 
States and ip Canada by the firm of Fried. Krupp.” 

The other engravings of wheels, figs. 9 and 10, represent 
other forms manufactured by Krupp, and figs. 11, 12, 18, 14 and 




















Fig. 6. 
“ 15 show different methods of fastening tires which are illus- 





trated in the album already referred to. These plans are 
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worthy of careful study at the present time, when attention is 
being directed to the employment of steel-tired wheels in this 
country. 

* A collection of fractures of spring steel and of sections of 
spring-steel bars. The steel is supplied in bars of any 
section not below one-fifth of an inch thick and one inch wide. 

«A collection of cast-steel springs for locomotives, tenders 
and cars.” 

A very noticeable feature in the springs for passenger cars 
was their very greatiength, eome of them, shown in fig. 16, 
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** A series of various classes of ores, pig iron and pig steel; | country, but more especially that in South America, lost one of 
m, Ui 


iron from the mines and blast furnaces of the fir in the | its most earnest and faithfal promoters. Mr. Gould at the time 
The “artillery material,” as itis called, exhibited by this-| f his death occupied the position of Assistant Superintendent 


firm will not be described here. at the Rogers Locomotive Works at Paterson, but his claim to 
a popularity among railroad men grew out of his long and fruit- 

The Late E. P. Gould. fal, not to say eventful life in Chili and Peru, where 

To THE Eprtor oF THE RAILROAD GAZETTE: he passed some fifteen years in various responsi- 
In the death of Mr. E. P. Gould, which occurred on Thurs- | ble positions as manager and superintendent of new 
day, Nov. 23, at Paterson, N. J., the railroad interest in this | tailroads. He served his apprenticeship under the then firm 
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being 71% in. long. It will also be noticed in the 



























































inverted plates of the springs that instead of cham- 


of Rogers, Ketchm, Grosvener & Co., at Paterson ; 





remained with them as a journeyman mechanic for 








fering off the ends of the spring plates, similar to 
the chisel cutting edge, as is customary in this 
country, they are shaped somewhat like a spear 
point, or pointed the reverse way to a chisel edge. 
We are inclined to believe that the German plan is 
theoretically the most correct, but probably the ac- 
tion of the spring is not very different in either 
case, the cost of manufacture being the chicf ele- 
ment to be considered. : 

“One reversible double crossing of crucible cast 
steel, cast in a moud and ready to be laid down. 
(Pattern of the Cologne-Minden Railway). 

«One Bessemer steel rail, 55 feet in length, bent 
four times, Section of the Kibinsk-Bologie Railway 
of Russia. The one end of the rail shows the frac- 
ture, the other end the section. Weight, 57.8 Ibs. 
per yard, 

“« collection of Bessemer steel rail fractures 
of different s ctions. 








four vears, or till the year 1847, when manifesting 
considerable tact and ability as a skillful engineer, 
he was made locomotive engineer on the Troy & 
Greenbush Railroad ; after but six months of serv- 
ice in this capacity he was elevated to the position 
of Master Mechanic of the road at the age of 28 
years. In 1851 he took charge of the Hudson River 
Railroad, and is well remembered as having run 
i the first locomotive over it. In 1852 he became 
head Superintendent. Six months later he joined 
the company (Breese, Kneeland & Co.) then having 
control of the New Jersey Locomotive Works at 
Jersey City. Four years passed, and the crisis of 
‘67 came, and with it the complete prostration of 
business. He then first began his career in South 
America on the Caldere & Copiapo Railroad, Chili, 





- 





the one end forged out to the Vignolles section. 





road, His policy and commendable management of 


** One switch rail of Bessemer steel ready planed, AREELE c< €- 5 133 333-3->-|+ ne 
i 


(Pattern ot the Berlin-Stettin Railway). 

“*A collection of cast-steel wheels forged under 
a hydraulic press for mining cars, adopted by the 
mines in the Rhenish-Westphahan coal district on 
account of their lighter pe and greater resis- 
tance in comparison with chilled iron wheels. 

** One boiler plate of wrought iron cut to 23 ft. 6 
in. length, 6 ft. 2 in. width, and ,& in. thick. 

**One boiler plate of crucible cast steel, with its 
edges untrimmed. Greatest length 29 ft. 11 in., width 
5 ft. 6 in,, thickness 9 iu. 

‘A collection of fractures of hardened tool and 
file steel, as well as various other fractures of 
manufactured articles, such as axles, tires, cross- 
ings, disc wheels, piston rods, etc, 





affairs so increased his worth in the esteem of the 

EE EE RN NET ee #934. ee RE ae company, thatin a short time afterwards he was 
7, ° made Assistant Superintendent and finally Superin- 

tendent of the road ata very high salary. One of 
his employees has given it as his candid opinion 
that during Mr. Gould’s incumbency the company 
saved through him $60,000 every year. He re- 
mained in Chili for twelve years, exerting his large 
Influence in various ways toward opening up a 
complete system of railroads all along western 
The dimensions given above are millimetres, South America, and more than all, procuring thou- 
sands of dollars worth of work annually for the 


Fig. 16. 
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locomotive and machine business at the North. It was he 
indeed who first introduced locomotives from the Rogers Works 
at the South and gave this and other companies such a 
firmly-established trade in that vast country. In 1869 
Mr. Gould was about to return home, having abandoned his po- 
sition in Chili; when on his way, happening to stop in Peru, 
he accepted at an increased salary an engagement as Superin- 
tendent of Motive Power on the Mollendo & Arequipa Rail- 
road, built by the wealthy railroad contractor, Henry Meiggs. 
While here he received a massive silver medal, appropriately in- 
scribed, from President Balta, Chief Magistrate of the Repub- 
lic, as @ memento of his worth as a railroad official. He 
returned home in 1872, when he was made A’sistant Superin- 
tendent of the Rogers Works. He was next engaged by this 
company to represent their interests at Cuba, and made one of 
the most successf@™ of business trips, procuring a large 
number of orders for locomotives for several railroads. 
In August of 1875 he represented the same company at the 
International Exposition in Chili, returning in April, 1876. 
His health had latterly begun to fail very perceptibly from 
exposure in foreign climates, and at last his ailment settled 
into Bright’s disease of the kidneys, from which he came toa 
premature death. 

Mr. Gould invented the new design for narrow-gauge locomo- 
tives that is now in use on many railroads along the west coast 
of South America. The first one built was “La Economista,” 
which is still running on the Copiapo Railroad. As an aoie, 
efficient railroad engineer he had few superiors. Socially he 
was a man of steady habits, of strict integrity, kind, obliging, 
reserved—never obtrusive, had a ready wit and was greatly 
beloved by all with whom he came in close contact. In truth, 
it can be said of him, he died without an enemy. 








A Note from Professor Winkler, 


Vienna, Austria, Oct. 30, 1876. 
To rae Eprror oF THE RAmRoAD GAZETTE 

Will you be kind enough to allow me space in your paper for 
the following remarks, in order to indicate the reason why I 
do not give my ansver to the attacks directed against me by 
Mr. Charles Bender, of New York. 

From the works published by Mr. Bender I have found that 
he is a man of ability; but I am all the more sorry to see that, 
in almost all of his publications, he allows his passion to carry 
him off to such a degree that it seems impossible to arrive at a 
peaceable understanding with him. Some parts of what I have 
published he seems to misunderstand, probably on account of 
having read them superficially ; but his pen seems to be guided 
principally by animosity against one who has dared to express 
doubts about his infallibility, and thereby severely wounded 
his pride. 

I do by no means consider myself infallible, but Mr. Bender’s 
attacks cannot affect me. Neither doI consider our European 
ways of construction so perfect as to be beyond improvement, as 
will appear also from the fact that, at the September meeting 


of the Society of German Engineers and Architects at Munich, 
1 introduced a resolution to’consider -tne expediency of intro- 
ducing American principles of construction in Germany. 
Friendly communications between your highly esteemed 
body of American engineers and those of the profession in 
Europe, as already in so many  - quisting, will greatly help 
10 clear the views and make the z ciples of construction more 
in the direction of perfection. But the method ~—— by Mr. 
Bender is not the right one. E. WINKLER. 








ANNUAL REPORTS. 
Erie. 
The report is for the year ending with September, 1876. 


parisons are made with the previous year. 
The mileage is reported as follows: 





Ist 24 Side Third Total 

Marin Track. Track. Track. Rail. Track. 

Owned........+- 429.144 236.125 153.660 142 607 890.233 

Jevewe 30,885 30.885 40.618 ecoves 102.388 

Tot. of Main Line 460.029 267.010 194.278 142.607. 992,621 
BRANCHES: 

Owned......-++ - 96.548 7.918 29.993 506 170,712 

Leased .......+- 359.498 30.186 = =112.548 148,589 576.527 

Operated........ ee ee rrr ers 58.434 





Tot. of branches 495.755 38.104 161.266 231.095 —-_—810.673 
The Main Line is that from Jersey City to Dunkirk, which ig 
no longer the main line for most of the traffic of the road, 








which goes between Jersey City and Buffalo. Adding together 
main ine and branches we have: 
1s) 2a Side Third Total 
track. track. rail. track. 
Owned .. ° 244.043 183.653 225.113 1,065.945 
Leased .. ° 2 61.071 153,166 148.589 678.915 
Operated........ . oeccee 18,725 coccce 58, 
Total.......- 955.784 305.114 365.544 373.702 1,803,294 
Total 1975... 939.464 305.114 337.126 114.300 = 11,638,844 
Thus, of the mileage worked by the company it owns 55 


cent. of the road and 59 per cent. of the track. The branches 
reported as ‘‘ operated” and not owned or leased, are worked 
we believe by temporary arrangement or with irregular rental. 
Compared with the result for the previous year, there is an in- 
crease on main line of 1.029 miles in first track, of 0.260 miles in 
second track, of '4.897 in side track and of 98.807 in third rail. 
Some of these small differences are due to a measurement of the 
track, which has shown that the line from Jersey City to Dun- 
kirk, which has always been counted 459 miles long, is really a 
trifle more than 4 miles. The total track of main line is 
55.59 miles longer this year. 

The chenges ia the mileage of branches reported are an in- 
crease of 12.255 miles in first track, due to the addition of the 
16% miles of the Barclay Railroad to the branches, and to 
numerous corrections in the former op lengths, due to 
the new measurement. Scarcely one of the 22 branches is re- 
ported exactly as before, and the differences amount in some 
short branches to more than two miles. 

e second track of branches is reported 1.496 miles less 
than the previous year, the si 13.221 miles greater, the 
third rail 160.505, the total track 104.277 miler longer. 

The total track of main line and brauches is thus reported 
159.867 miles, or nearly 10 per cent., greater at the 
the beginning of the last fiscal year ; corrections in the mile- 
age mace by the recent measurements indicate that the true 
increase is 164.45 miles. 


In the totals, half the length of third rail is counted as track. 
There is 55.78 miles of it on sidings, and 35.348 miles on the Jeffer- 
son Branch, leaving 283 miles between Susquehanna and Suspeusion 
Bridge 


* 








The equipment is follows : 
sree reported as 






: 1875-76, 1874-75. 
In good condition...... ...cecsescecsscesess 200 239 
In fair comdition..........cccssecccseceees 216 194 
In bad condition........cseeeeeeee oesacece 52 28 
Broken up......+...++ Joe peccceetégocves 87 44 

Total on books.............. 505 505 

First-class passenger cars. 241 198 

Gennes chase, pennnant cane, 6y 67 

Baggage, and express cars... 99 93 

DRANG CAFR. 0» 0000+ crernceesccegesesiene ease 11,274 


° + 11,837 

This shows an increase of seven in the stock of locomotives, 
which was in reality 461 at the beginning and 468 at the close 
of the year, those “broken up” simply representing the num- 
bers of locomotives which the company once had. There is a 
considerable depreciation in the condition, 39 less being in 
“good” condition, and 24 more in “bad.” The company’s 
property in the securities of other companies (a very large 
amount) is not described in the report, which is the one made 











to the State Engineer and Surveyor. - 
The stock and debt at the close of the year were : 
Capital stock. .....cssscecseseees te eenserecceeseecesees $06,536,910 00 
Funded debt Jbe ve -» 64,271,814 00 
Floating BODE. 0 venccccerscocsccevcegsces’ soseee 1,169,060 46 
This is at the rate of $164,618 of stock, $108,237 of funded 
debt, and $2,205 of floati per mile of road owned by the 
‘company, or $270,055 in 
Per mile of track owned, these amounts are: $81,179 of stock; 


$50,012 of funded debt; and $1,087 of floating debt, or $133,178 
a 


Compared with the statement for the close of the previous 
year, there is no change in stock and funded debt, and a de- 
crease of $262,581.37 in the floating debt. ‘This latter is given 
as ‘‘ consisting of loans and bills payable;” but it evidently does 
not include the overdue coupons, now amounting to some mil- 
lions of dollars. 

The cost of road and equipment is reported under the usual 
heads, and the totals are: 


1876. > Increase. P.c. 
: . $117,140,287 47 $115,995,946 63 $1,144,340 84 1.0 
ihe items in which there are increases and decreases are: 


Increases: 
Superstructure, including iron........... $107,549 95 
Third rail between Elmira and Buffalo.... 1,060,032 18 
SPEED 6 6.0.0.0 00000000000 040d006500003006 16,204 47 
Water transportation, New York harbor.. 30,522 87 
Freight and other cars.......c..cseeseess 1,803 00 
New York & Erie Railroad, and Erie Rail- 
way and its franchises...... vevccccccces 2,085 00 
$1,218,287 47 
Decreases: 
Graduation and masonry...............++ $21,471 49 
Engine house, shops, machinery, &c ..... 8,371 61 ° 
Lands, land damages and fences.......... 44,103 563 


73,946 63 
Balance of increase.. . $1,144,940 84 

The increase in third rail owned mar = Lame miles, the ex- 
— - its account would appear to have been $5,850 per 
mile of rail. 











The work done on the road was : 

Train-mileage : 1875-76. 1874-75. Inc.orDec. P.c. 
Passenger.........-+++ 3,201,005 8,202,392 Dec.. 1,087 ... 
Freight.........20s00 7,607,842 7,598,516 Dec.. 90,67 12 
Working and switth’g 1,923,518 1,806,508 Inc.. GA nee 

Datel .coccececccce 12,632,365 12,607,416 Inc.. 24,949 0.2 
Passengers carried,... 5,042,831 5,052,855 Dec.. 10,02% 02 
Tons carried......... 5,872,818 6,239,943 Dec.. 267,126 4.8 
Passenger mileage.... 163,074,795 55,396,804 Inc... 7,677,901 5.0 
Tonnage mileage..... 1.040,421,921 1,016,618,060 Inc..,23,813,871 2.3 


The moderate increases of traffic are notable, in view of the 
very low rates prevailing. An exceptional reduction was made 
in local passenger rates to many ofthe most important places 
reached by this road, besides the Centennial rates common to 
ali roads and the extremely low through rates common to it 
and the other trunk lines; yet the increase in passenger mile- 
age was only 5 per cent., and there was an absolute decrease 
in the number of passengers carried. The decrease in tonnage 
is due to a falling off of 545,000 tons in the quantity of coal 
carried by this road. In every other item except manu- 
factures, there was an increase of the tonnage, amounting to 
6% per cent. in “products of the forest,” 18 per cent. in 
* animals,” 15 per cent. in “ vegetable food,” 22 per cent. in 
** other agricultural | producta,” 10 per cent. in ‘* merchandise,” 
and 18 per cent in ‘“other articles,” Coal was 55 per cent. of 
the total tonnage last year and 61 per cent. the year before. 
Agricultural products taken together were 21 cent. of the 
tonnage last year and 17 per cent. the year before, 

The earnings from this traffic were : 














1875-76. 1874-75. Inc, or Dec. P.c. 
Passenger..... $3,427,626 45 $3,461,804 31 Dec.. $33,677 87 1.0 
Freight....... 11,429,929 70 12,287,309 85 Dec.. 857,47015 17.0 
Express...... 398,882 94 003,963 40 Dec.. 105,070 46 20.8 
Mails........ 400,077 09 400,656 73 Dec.. 579 64 «=O. 
Rents......... 60,857 74 64,826 21 Dec.. 3,968 47 6.1 
Miscellaneous 135,087 22 158,718 10 Dec.. 23,630 88 14.9 
Total of rail- 
w’y proper.$15,852,461 14 $16,876,858 60 Dec. . $1,024,397 46 | 
Other sources : 
Pavonia Ferry $234,286 08 $219,163 98 Inc.. $15,12210 6.0 
Pavonia horse 
railroad .. 21,273 18 24,098 69 Dec.. 2,825 61 11.7 
Erie baggage 
express.... 70,228 40 71,020 46 Dec.. 792 06 111 
Weehawken 
ks ...... 50,509 20 66,061 45 Dec... 15,552 25 23.46 
Grand Opera 
House rents 26,526 82 36,096 25 Dec.. 9,568 43 26.5 
Unclaimed 
baggege and 
freight...... 2,249 60 6,586 64 Dec.. 4,337 04 65.9 
$405,073 28 $423,026 47 Dec.. $17,953 19 4.2 
Inferest on 
securities 281,260 65 205,625 21 Inc.. 75,635 44 372 
Buffalo, Brad- - 
ford & Pitts»- 
burgh R. R. 
royalty on 
Oh, orcpeee ° 9710 26 cecceseeeesee Ime,, 970 26... 
Claims due 
prior to 
Oct. 1, 
TeRscccce copreconecses 172,236 21 Dec.. 172,236 21 .... 
Total re- 


ceipts....$16,539,765 33 $17,677,746 49 Dec..$1,187,981 16 64 

The income of the road from its business (that is, excluding 
interest on the securities held by it and receipte due for pre- 
vious year’s services) was : 


per mile 

of . Of track, 

BWBTIBTG, occ ccccccceccccccecccccce $16,258,504 68 $17,008 $9,015 
1BTE-T5. ccc ccccccccccccesscveces 17, 885 OT 18,415 10, 

DOGBORBO. 2600s vcceccccccsccccce $1,041,380 39 $1,407 $1,540 

Per cent. of decrease..... 6.02 64 14.55 


The additional track was nearly al third rail, and was laid too 
late in the season to be of much vse the last fiscal year. 
The expenses are reported as follows for the two years: 
Road Real Estate : 






Maintenance of and 
1875-76. 1874-76, 
Repairs of road-bed and railway....... $1,458,689 02 1,660,182 52 
Cost of iron used for Sibydeweos oe ooeaee ot 
Re of b bridges...... 341. . 
epeies of me gates.... eve 33,432 42 31,515 94 
Taxes on rea) eBtate.....-s.reeeceeeee 263,390 02 345,186 41 

















1875-76. 1874-75, 
| er ee 6,698 82 16,987 42 
ra ©e and contingencies... 92,498 89 87,114 01 
and sseeeeee 655,886 29 807 
Renewals of Jt as 234,544 74 20d a 
Cleaning and housing teseeeses 288,458 15 309,382 07 
Repairs of passenger an baggege cars. 188,072 83 290,025 30 
Renewals of passenger and baggage 
COTS... ccccece pando) esc cepboaipecch 06 135 
Repairs of freight cars...... .... .... 720;510 70,897 29 
Renewals of freight cars.............. 4,991 os pa, aes - 
Repairs of tools and machinery....... . 67,911 66 092° 
Incidental expenses...... Jocddoseseves ,001 09 100,316 47 
Expenses of operating the road : 
Office expenses, stationery, etc........ 257,126 87 282,761 34 
Telegraph operators................. 112,999 87 118,845 62 
Agents and clerks...........sesccseees 904,170 84 833,589 94 
Loading and unloading freight........ 753,257 65 673,160 30 
Porters, watchmen and switchmen.... 321,634 38 924,499 91 
Wood and water station attendance... 62,500 26 73,886 17 
Conductors, baggagemen and brake- , 
TAG wide siccace dence te Bibs Sapoobséed 1,272,764 11 
Enginemen and firemen............... ,778 48 ey " 
Fuel, and preparing for use........... 1,110,241 94 1,075,963 19 
Oil and waste for and tend 80,756 20 92,604 63 
“ “ freight carg.......0... 82,570 14 110,247 71 
“ a * passenger and bag- 
BAGO CATS. 005 cccccecccccscccesccccnce 26,724 52 
Loss and dam of goods and baggage 30,665 16 an 4 
Damage : injuries of persons.......... 8,116 02 7.953 rr) 
Damage to property, including fires 
and cattle killed ...... 10,760 10 
General office expenses. . 128,239 85 
General superintendence 233,463 06 
General office clerks....... 145,574 53 
Contingencies............... 208;825 82 
a J 113,306 87 
Hive Of GOED dco cdiccwodccdevescccs eee» 218,115 31 159,595 52 
Recapituiation of cr Expenses: : 
Main. of road $2,690,486 45 93,921,874 a peso 19 0% 
ain. o -» $2,630, ,321,370°57 Dec.. 
Maintenance of ee Be 
machinery .. 2,664,450 87 2,446,863 68 Inc.. 217,598 34 9.0 
Operating ..... 6,936,258 46 = 6,910,896 85 Inc.. 25,361 61 0.3 
Total, ....$12,231,201 78 $12,679,190 95 Dec, $447,929 17 3.5 
Other Expenses : 
Reorganization 
expenses..... Dames *  seecctsocs 
London tran 
GaP CERES. ccc ctcocescce $39,688 39 
Legal expenses, 
Sedan \scompoasne 5,745 00 
Pavonia ferries, 197,813 42 207,922 91 
Pavonia horse 
railroad ..... 26,904 14 35,595 54 
Erie baggage 
express ..... 58,420 60 64,657 11 
Weehawken 
docks ....... 37,061 77 180,021 43 
Grand Opera 
House....... 44,182 72 560,950 86 
Unclaimed beg- 
gage and fr’t. 3,740 38 5,386 74 
New Jersey tax 
on equipm’t.. 19,374 62 19,337 33 
Pen sylv’a tax 
on cap’) stock 10,837 90 81,635 14 
Total “ other 
expenses."’ $402,750 26 $640,840 45 Deo..$238,000 19 37.2 


Total expenses 

















of business. . $12,633,952 04 $13,319,971 40 Dec, . $686,0 
Net earnings.. 3,624,562 64 3,979,918 67 Dec. $66,361 4 3 
Other charges: 
Interest— y 
On g’ld b’'nds $2,833,267 50 $2,883,267 50 
On currency 
bonds...... 928,697 00 928,697 00 
Long 
bonds...... 210,000 00 210,000 00 
Boston, Hart- 
ford & Erie 
guar’d b'ds 133,000 00 133,000 00 
Wee hawken 
docks mtge. 64,453 24 66,671 93 
On loans, etc. 156,007 52 176,412 89 
On mort’ges, 
CRC, oc. c0cde 29,175 68 31,382 28 
Gold prem'ns 3,640 33 114,247 34 
Total int... $4,358,241 27 $4,402,678 94 
Rentals ot I’s’d 
lines,.....+.+ 768,024 27 802,414 86 
Rentals of roll- 
fing stock... sccccccsoces 94,600 00 
Total interest 
and rentals. $5,111,266 564 $5,389,693 80 Dec..$278,928 36 5.2 
Claims paid, 
due previous 
FORT. .erecvece 2A,177 94 921,346 06 
Total payable 
from net 
income .... $5,135,443 48 $5,710,939 86 
Total net in- 
come*........ 8,905,813 29 4,408,208 48 
4,025,347 06 
4,357,775 09 
Deficit..... $1,229,630 19 $1,353,164 77 Dec..$123,534 58 9.1 
The net income for the last year, after payment of rentals 
was $3,152,789, and was sufficient to pay 78'4 sente on the dollat 


of the interest accruing, 


and was equivalent to " 
a capital of $45,039, eq 7 per cent, on 














The following are deduced from the figures of the report: 
Tran mi ~ se ot seed Yop 1874-75. 
er mile of road.............. 
Passengers. {rer mile of track. . ! 190 ‘eee 
er mile of r 7,848 v 
Freight ..-- ) per mile of track. 4,164 ret 
Total Per mile of road.. . 18,216 18,426 
satin bia Per mile of track............. 17,006 7,083 
Per mile of road— 
Passenger mileage,..... eabe apm coepemeens 170,616 165,404 
DOMMAGS METIORGS. 6 00 00 crcccccceccccccecece 1,088 082, 
GBs seeeeeee Gio copeecceeesond eee ceecce $17,008 $16,415 
EXPODWOS......+2scsececes secceeceeseseess 13,218 14,178 
Net COrMiINGs.......0eeresecesecsevevecsees 3, 4, 
Average train load— 
Number of passengers..........-eeseeeeee 51.0 48.5 
Tons Of freight... .ccsccccccscccs secvceses 138.6 1108.0 
Per train mile— 
Earnings.......... $1.60 
EXPONSS.... 6.60 eceeecseseees 1.18 1.23 
iicidbnen onetatireetces tire oyenteeene 0,364 0.37 
Per passenger per mile— 
BOOGIE. oc cccccccgcccccccs secs coes ngs sos 2.102 cts 2.227 cts. 
1.951 cte. 
0.276 cts. 
1,209 cts 
0.949 cts. 
0.260 cts. 


Thus the average rate was reduced 5% per cent. on passen- 
gers and 9 per cent. on freight; the average expense, 5 per 
cent. on passengers and 7 per cent, on freight; and the aver- 
age profit, 10 per cent. on passengers and 18 per cent. on 
freight. 

+ Net earnings plus interest on securities, etc. 

tMileage of work and switching trains seems to have been included 
in treight-train mileage this year, which would make the average 
freight-train load much smailer, 
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Editorial Announcements. 


Passes, Al persons connacad wit hs paper are forbidden to 
ask for passes under Gnd wel be thank 
fal to have any aot of the kind reported this office. 


Advertisements. We wish t di 4 distinctly understood that we 
will entertain no proposition to publish anything in this jyour- 
" es IN THE ADVERTISING COLUMNS. We give 
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tugpestions ab 1 ts improve 


the oh sey cin ehae a 
to ALL tod wotththen 
p ejrai inate “Gorse obige aay 7 ie frame 


sa a nine oaks aero anak 
oy . 


THE ERIE REPORT. 


The Erie is the third of the trunk line reports that we 
have had for the year ending with September last, and so 
including a large part of the protracted season of extraor- 
dinarily low rates. The chief carrier of Western produce 
to Baltimore and the two chief carriers to New York have 
made their returns. There remains to report the company 
which carries nearly all the Philadelphia traffic, and car- 
ries likewise) and by a route as short at least as any, to 
New York and Baltimore, from which we shall not hear 
until next March. The Baltimore & Ohio report, how- 
ever, is incomplete, only the President’s report having 
been ptblished as yet, and the details of earnings and ex- 
penses come later in the full report. This company, 
over, does not report the amount of its traffic even in its 
full report, so that we shall not be able to trace fully the 
development of traffic during the season of competition 
from the companies’ reports. The Pennsylvania report 
will include the whole season of the railroad war—the en- 
tire campaign, perhaps, we should call it—and will in- 
clude a longer period of low average rates than that of 
any other trunk line; on the other hand, it will include a 
longer season of the heavy Centennial traffic. 

The Erie report to the State Engineer and Surveyor of 
New York is presented very fully on another page, com- 
parisons being made with the report for the previous 
year. The company was probably less able than any 
other to sustain a long contest such as it has just passed 
through ; but we must remember that it has advantages 
as well as disadvantages due indirectly to its very poverty. 
The Erie is worked by the officer of a court; it is not ex- 
pected to pay any dividends on its stock; and no immedi- 
ate change in its control will result if it does not pay in- 
terest on its bonds, Really, it has for a year anda half 
been relieved from the payment of interest on about three- 
fourths of its funded debt. Its competitors must pay in- 
terest on many millions of bonds or become bankrupt, 
and they are expected in addition to pay dividends on a 
still larger amount of stock. Large net ‘earnings are es- 
sential to them, but not to it. 

Compared with the New York Central & Hudson River 
Railroad, whose report we published last week, the Erie 
has many points of likeness and many,of striking differ- 
ence. Both are great feeders of New York city, and the 
chief carriers to it from the Northwest and the Great Lakes. 
Both reach several of the largest cities in the interior of 
New York. The Central, however, has long been rich and 
prosperous; it has not lacked for capital to put its road 
into the most effective condition to carry a large traffic 
economically. The Erie, on the other hand, has been un- 





—— = 





fortunate from the beginning. It once fell among thieves 
who did much to ruin it. It was afterwards controlled by 
proprietors who refused to see—at least to provide for—its 
most pressing needs; it has emphatically not: been im- 
proved so as to conduct traffic with the greatest economy 
and make the best use of its opportunities. Its staff has 
been compelled to resort to makeshifts, to use the facilities 
they had, however antiquated or inadequate, and to per- 
mit its competitors on either side to leave it behind in 
their forward progress. It has not even a double track 
throughout its main line; its gauge gives it but one con- 
necting road in the United States on which its cars can 


*| run freely, and many of the leading lines connecting with 


it to the West have been acquired by its rivals, while it has 
acquired nothing. 

The New York Central has a great advantage over the 
Erie in the larger population on its line, and siill more in 


569 | ite position as the chief channel for the enormous traffic 
§ between the West und New England. But the Brie has a 


decided advantage over the Central in its position close to 
coal, both anthracite and bituminous, which supplies it 
with a tonnage greater than all the rest which it carries, 
and affords it fuel at a cheap rate. Erie’s expense per train 
mile for fuel is 22 per cent. less than the New York Cen- 
tral’s, and this saving in coal alone would amount to $450, - 
000 on the latter road. The Erie, in fact, is admirably 
situated for traffic, and in spite of its steady course of mis- 
fortunes it still has a very large traffic, although it is not 
able to make as much profit out of it as might be desired. 
But even its profits in this worst of years, when doubtless 
a considerable part of its business was carried at a loss, 
is not such a trifling sum. The report shows that 
it was equivalent, after paying rentals, to 7 per 
cent. on $45,000,000. Now the Erie Company, 
although it works 956 miles of railroad, owns only 526 
miles, and but 244 miles of that has a double track, al- 
though there is third rail enough to bring thie up to 356 


a8-) miles. The Erie has a great deal of costly property be- 


sides its railroad, but so far as the railroad alone is con- 
cerned, the net earnings last year were not so bad after 
all. Indeed, it is not so much light earnings as a heavy 
capital account that has troubled the Erie all along. 
These are the figures, per mile of road and per mile of 





track owned : 
Per mile Per mile 
of of track. 
ME woccnoccccs ceccese renee coccccsscetoss $164,613 $81,179 
Pondea MB occccccccvscesccbcccceconcstoces 108,237 50,912 
UNE Gc de ccc ccccsecs cove stctecsie 2,205 1,087 
NE oli stemitn vi sbivercvciscetiadde $270,055 $133,178 


This is a sufficient explanation of the Erie’s troubles. 
Very few railroads in America can earn interest on any 
such amount, which is one-half greater per mile of road 
and more than twice as great per mile of track as the New 
York Central’s capital. If there was half that capital 
really invested in the property, making it a thoroughly 
good road, with all the appliances required for economical 
working, it would probably be easy to earn a good rate of 
to | interest on it, even in bad times. 

And if the road is ever to be able to. produce good re- 
sults, it must have more real capital. It cannot earn one 
per cent. even on its present eighty odd millions of stock; 
but it would probably be possible to earn 10 or 12 per 
cent. or even more on a few millions of money judiciously 
expended in improvements. But this is hardly worth 
talking about just now; there must be a reorganization 
(and perhaps more than one) before this can be done. 
The proprietors seem slow to learn that in order to save 
part of their past investments in this road they must add 
to those investments. 

Curiously enough, the Receiver has been able to do some- 
thing to increase materially the value of the property during 
the past year. More thana million of dollars has been 
expended for the extension of the third rail which has 
given the road a track of standard gauge from the coal 
fields to Buffalo, one of the most needed improvements. 

The impulse given to the traffic on this road by the low 
rates of the year is less marked than on the New York Cen- 
tral. The Erie gained a little more in passengers (an in- 


. | Crease over the previous year of 5 per cent. against 4.2 per 


cent. on the Central); but while the Erie’s freight traffic in- 
creased but 2.3 per cent., the Central’s increased no less 
than 19.3 percent. These facts are susceptible of explana- 
tion, though at first sight it might appear that a reduction 
of rates alike on both roads should havea similar effect on 
the traffic. But, so far as passengers are concerned, the 
reduction was not alike on both roads. The Erie for 
some months maintained rates between New York and all 
the chief points where it competes with the Central— 
Buffalo, Niagara Falls, Rochester, Syracuse—two 
or three dollars below the Central's rate. This gained it 
considerable passenger traffic. Then for part of the sea- 
son the Erie was a latge part of a through route between 
the West and Philadelphia, which gave it a larger share 
of the Centennial traffic than it would have had otherwise. 
It is noticeable that the Erie’s passenger traffic, despite 
its less mileage and less favorable connections, is larger 
than the Central’s. On the other hand, so far as freight 
is concerned, its through traffic in grain and live stock 





was largely increased; but there was so largea falling-off 


in its coal traffic—which is its largest freight business— 
that the other increases were nearly counterbalanced. 
Unfortunately the coal is the profitable traffic, and while 
the growth in grain, etc., made up in bulk of traffic for 
the loss of the coal, it did not make up the loss in gross 
and net earnings from that traffic. 

In earnings there was a decrease of 1 per cent. in pas- 
senger receipts and of 7 per cent. in freight receipts, and 
in total earnings from the railroad the decrease was 6 per 
cent., which with the very moderate increase in traffic was 
better than was to be feared. There was also a decrease 
of 34 per cent. in working expenses. The net earnings 
fell off about 9 per cent. 

The savings in expenses are in intenance of road 
almost exclusively, amounting undeF that entire head to 
about 21 per cent. In the items under these heads we 
find a saving of 27 per cent. in cost of rails for repairs, 
and of 43 percent. in repairs of bridges and buildings. 
Maintenance of machinery shows an increase, but this is 
due to the introduction of charges for ‘* renewals” of en- 
gines and cars. These renewals are properly chargeable 
to maintenance; but it seems that these renewals, or part 
of them, were of rolling stock which did not exist when 
the year began, except on the company’s books. The 
‘‘renewals” of engines and tenders absorb $234,500, 
though but seven engines are reported rescued from the 
limbo of ‘‘ broken up,” and generally the locomotive stock 
is reported in a more depreciated condition than in the 
previous report. 

The fact seems to be that the equipment at the begin- 
ning of the year was less than was reported; for within the 
year the company has constructed four engines and bought 
20 new ones, a large number having been condemned and 
destroyed. The $580,000 so expended for renewals, 
though probably insufficient to bring the equipment into 
thoroughly good condition, yet may represent a deprecia- 
tion for which the business of previous years is properly 
chargeable. 

It is curious to note that the expenditures for mainten- 
ance of road were considerably larger per mile of track on 
the Erie than on the New York Central ($1,459 to $1,076). 
This doubtless has not been because the Erie has been 
more lavish (‘‘layish” is not the word to use in connec- 
tion with railroad expenditures last year), but because it 
had not been prepared in previous years, as the Central 
was, to endure heavy trafic for a long time without re- 
quiring much in the way of renewals. Probably both did 
as little as they could, but more work was indispensable 
on the Erie. The latter had an average of 9.6 trains each 
way daily over the entire length of its tracks; the Central 
an average of 10.3 trains. 
The decrease in average receipts per unit of traffic was 
less on the Erie than on the Central. The average rates 
were higher, also, on the Erie. 
On the two roads these rates and the expenses have been: 
1876. 





1875.——-——. 

Per tone permile— Erie. N. Y.Cen. Erie. N.Y. Cen, 
0 c0cccce cocccece 2.102 cts, 1,910 2.227 cts. 2.140 
one a cece ccccccccces 1.854 ° 1,090 1,951 « 1,360 
PRORE. cccccccccee cece 0.248 * 0.820 0.276 * 0.780 

Per ton per mile— 

Saux seivepana 1.099 “ 1.050 1.209 « 1.270 
EXPOS. ..sseeeeeeseee 0.885 “ 0.710 0.949 ** 0.900 
Profit. 0.214 “ 0.340 0.260 “ 0.370 


The Central thus during last year received lower aver- 
age rates for both passengers and freight than the Erie, 
but its expenses were so much lower that its profit was 
more than three times as great per passenger per mile, and 
60 per cent. more per ton per mile. The enormous dis- 
proportion in passenger expenses may be due partly to a 
difference in the method of dividing the expenses between 
freight and passengers ; but then if any change is made, 
what is added to passenger expenses must be taken from 
freight expenses. It appears to cost the Erie a quarter 
more than the Central to carry a ton of freight a mile, and 
the difference is greater this year than ever before. We 
ventured some years ago to say that something like this 
would be the inevitable result should the Erie be per- 
mitted to remain without those improvements which would 
make it equal to its rivals. They, we said, were preparing 
to carry traffic at less expense than formerly, and the result 
would inevitably be a reduction in rates. Should the 
Erie not keep pace with them in reducing expenses, which 
could be done only by expenditures for equivalent im- 
provements, the time would come when a rate which 
would yield a satisfactory profit to the Pennsylvania and 
the New York Central would little more than cover the 
working expenses of the Erie. Evidently that time is now 
impending. When we wrote, the Erie’s expenses per ton 
per mile were about as low as the New York Central’s— 
sometimes lower; now they are so much higher that a cent 
per ton per mile leaves the Central two and a half times as 
great a profitas the Erie can get from that rate. And the 
end is not yet. 








The End of the Railroad War. 


At last the contending trunk lines have come to a truce 
and have agreed upon a basis for making rates on the 
traffic for which they compete. As was reported at the 
time of the conference a few weeks ago, the basis of the 








agreement is that freight from competing points in the 
Northwest which is exported shall be charged the same 
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for freight from the place of shipment to its foreign desti- 
nation, whatever may be the port from which it is ex- 
ported; and the intention is that a shipper in Qhi- 
cago or St. Lows may ship to Europe in- 
differently by way of Boston, New York, Phil- 
adelphia or Baltimore, so far as the transpor- 
tation charges are concerned. Of course it must come to 
this at last, that the total expenses (including merchants’ 
charges and transfers as well as freight) must be the same 
by all ports if more than one port is to do any considera- 
ble export business in grain coming from the same dis- 
trict. If absolutely the same transportation chargés can 
be maintained by way of all ports, the entire competition 
will be between the merchants and those who conduct the 
transfers at the different ports, in which, we understand, 
great differences exist. 

For freight not exported a new basis of rates is estab- 
lished—at least, it is new for a part of the traffic. By the 
agreement made a year ago the east-bound rates from 
aJl Western points were to be based upon the 
Chicago-New York rate, and the differences were 
to be 10 per cent. in favor of Philadelphia and 13 
per cent. in favor of Baltimore. By the new arrangement, 
this is the basis for the differences in rates only for freight 
from Chicago and points east of Chicago; for freight from 
St. Louis, Indianapolis and Cincinnati the difference is to 
be 14 per cent. in favor of Baltimore and 9 per cent. in fa- 
vor of Philadelphia. This seems to be a recognition of 
the fact that Baltimore’s advantage in distance 
to points in its latitude. Baltimore is but about 
one-eighth nearer than New York to Chicago, but it 
is 21 per cent. nearer to Cincinnati. The new basis, 
therefore, gives Baltimore a greater advantage for freight 
from the southern part of the great district in which all 
the trunk lines compete. This is the district which Balti- 
more can serve best. 

The differences in rates on traffic not intended for export 
are, however, of comparatively little importance, as such 
traffic will not be diverted to any great extent by differ- 
ences of rates. 

The trouble with this basis is the difficulty of know- 
ing what freight is exported, or rather of satisfying the 
various companies that their rivals do not give drawbacks 
on freight not entitled tothem. This is a difficulty which 
will apply chiefly, we should say, to the lines to ports 
with the highest rates, and to New York more than to the 
more southern ports. Baltimore having the lowest ‘rate 
on grain not exported, it will be necessary to pay a small 
rebate on the freight on grain exported from Phila- 
delphia and a larger one on that exported from New York. 
Heretofore it has been at the other ports that rebates were 
paid, and not at New York. The New York roads have 
suspected their competitors to Philadelphia and Balti- 
more ; now it is to be feared that the Philadelphia and 
Baltimore roads will suspect the New York lines, and we 
do not learn that any provision is made by which each 
party may know that the others are keeping the agree- 
ment faithfully. 

West-bound freight rates seem to have the same basis 
as that for east-bound freight not exported. 

New rates went into effect last Monday. They are very 
low, but a great improvement, of course, on these which 
have prevailed for the past eight months. For the three 
higher classes (including very little freight, however, ) the 
winter rates in force for several years past ($1.50, $1.10, 
$0.85 per 100 Ibs. from Chicago to New York) are charged. 
The fourth-class rate is 35 cents ; that for grain in bulk, 
30 cents. 

East-bound rates from New York to Chicago are 50, 
45, 40, 30 and 25 cents per 100 lbs. for the four classes 
and “special.” We believe theyshould be about twice 
as high, as this traffic can afford to pay better rates, and 
the necessity for reductions is on east-bound traffic, which 
increases as the rates decrease, and this is not the case 
with west-bound. 

Whether the new agreement lasts longer or not, it will 
probably continue through the winter, and experience 
under it may lead to something better. We must remem- 
ber that we cannot tell beforehand exactly what the re- 
sults of any new agreement will be, and also that no agree- 
ment can last which works greatly to the disadvantage of 
any of the parties to it. 








The Chicago & Northwestern. 


The railroads extending westward from Chicago are on the 
average among the most prosperous in the country. Those 
south of the parallel of Chicago especially are generally 
profitable; the Chicago, Burlington & Quincy has not failed to 
pay 10 per cent. for many years; and the Chicago, Rock Island 
& Pacific, the Chicago & Alton and the Illinois Central, which 
formerly paid 10 per cent., have paid 8 per cent. throughout 
the dull times, though each one has had to sustain or partly 
sustain some extensions which, for the time at least, are a 
burden to them. The roads north of the parallel of Chicago— 
that is the Chicago & Northwestern and the Chicago, Milwau- 
kee & St. Paul—have not paid dividends regularly. The 
former for two years paid 10 per cent. on both its common and 
its preferred stock; but the last dividend on the common stock 
was in December, 1872 (3% per cent.), and the last on the 
preferred stock in May, 1873 (also 3% pet cent.) Before that 


time the preferred stock of this company had been looked 
upon as a very promising investment, likely to pay good divi- 
dends thenceforward, and almost as secure as the bonds them- 
selves. Two years’ dividends at the rate of 10 per cent. on 
common as well as preferred stock of course encouraged this 
feeling. It was about that time, we believe, that large invest- 
ments were made in this stock by Dutch capitalists, who saw a 
promising opportunity for securing below par a stock which 
might in a few years (after a continuance of high dividends) 
be worth as much as Chicago, Burlington & Quincy, or other 
regular dividend-paying stock. But the company never since 
has had so profitable a business as when the Union Pacific was 
under construction; and it has extended its system enormous- 
ly since that time, and in so doing has increased its funded 
debt, or that for which it is liable, more than two-thirds. The 
extensions for the most part do not yet earn enough—some 
of them not nearly enough—to pay the interest on the bonds 
issued to pay for their construction, and the company’s sur- 
plus of net earnings after paying interest and rentals is much 
smaller than before these extensions were built. In 1870-71 
this surplus was reported to have been about $3,340,000; 
and the year before the panic (ending with May, 1873), 
it was about $2,200,000; but for the half-year ending with 
November, according to a statement recently issued by the 
company, it was but $916,000—this being considerably larger 
than for the previous year, and cited to justify the declaration 
of a dividend of 2% per cent. on the preferred stock—the first 
for three and a half years. 

This statement is interesting on other accounts. It gives 
the earnings and -expenditures for the first half of the fiscal 
year, during about one-third or one-half of which we may 
assume that the traffic was unusually large, as there wae then 
an active movement of last year’s grain crop; while for the 
other half or two-thirds of the half-year, the business was 
probably lighter than usual, the Minnesota and Wisconsin 
wheat crops being light and coming forward slowly. This is 
further indicated by the reports of the Chicago, Milwaukee & 
St. Paul Company, which, being made for each month sepa- 
rately, indicate quite clearly the course of traffic in the district 
which is served both by it and by the Northwestern. 

The Northwestern statement shows that for the six months 
the gross earnings were about 3% per cent. less than for the 
corresponding period last year. Working expenses, however, 
were nearly 9 per cent. less, and there were further decreases 
in taxes, interest and rentals, so that the surplus is $976,216 in 
1876 against $808,832 last year—an increase of more than 20 per 
cent. 

The accuracy of this statement has been questioned in some 
quarters, it being hinted that it is hardly credible that net 
profits have increased while general business has been so dull, 
and the railroad war has made rates solow. But it must be 


remembered that the railroad war does not extend to all roads, | Bosto 


and the Northwestern, owing to the modification of the Wis- 
consin law, has probably been able to charge average rates 
somewhat higher than those of last year. Besides, its suspen- 
sion of dividends on preferred stock has not been due to a de- 
crease of net earnings, but to an increase in the yearly interest 
charge, incurred for new roads which were largely through 
districts where traffic was still undeveloped. For years this 
interest account had been increasing, but it seems now to 
have ceased to grow, or rather to have begun to grow smaller. 
Tne new railroads have developed traffic very slowly, but they 
have doubtless seen their worst days; and the surplus of last 
year even was 5% per cent. on the preferred stock, and for the 
last half-year is 444 per cent., though but 2% is divided. 

The company’s most important traffic is wheat, and the light 
crop last harvest must affect its earnings unfavorably. But its 
most southerly line (which is nearly 500 miles long) has a 
varied agricultural traffic, including corn, cattle and hogs, and 
it is not so exclusively a wheat road as is the Chicago, Mil- 
wauke¢ & St. Paul. One of its most productive lines is 
that furthest north—the Peninsula Division, in the Northern 
Peninsula of Michigan, which carries Lake Superior iron ore 
from the mines to Lake Michigan for shipment. One would 
suppose that this business would be the first to suffer in times 
like these, when iron smelting has greatly declined.« But the 
times which have so tried iron manufacturing seem to have 
demonstrated the value of Lake Superior ores. The shipments 
during the past season were very much larger than those of the 
previous year, and, if we are not mistaken, as large as any here- 
tofore. As the fallin prices has cut down the profits of iron 
works, they seem to have been compelled to use Lake Superior 
ore, which is consumed more extensively now than ever before. 
Doubtless this large business does not return the profits of the 
flush times of iron manufacturing ; but its existence and devel- 
opment in these times is an indication that it will be perma- 
nent and so will continue to afford a large business to the car- 


nthe Northwestern, moreover, like most Chicago railroads, 
has the very great advantage of a small capital account. Its 
stock and debt amount to but $50,400 per mile of road, $28,072 
of which is in bonds, whose currency interest amounts to about 
$2,075 per mile. The preferred stock coming next after those 
bonds requires but about $325 per mile to pay the 2% per cent. 
dividend. 

Large profits are not required, therefore, to afford a return 
on the securities of this company. Net earnings to the amount 
of $3,000 per mile will provide for the interest and 7 per cent, 
on the preferred stock ; $3,650 would afford 7 per cent. on the 
common stock in addition. 

It has not been possible recently to make even these compar- 
atively small profits; but it is not unreasonable to expect them 
at no distant day. . 


Record of New Railroad Construction. 


This number of the Railroad Gazette has information of the 
laying of track on new railroads as follows: 
Lake Brie, Alliance & Wheeling.—Extended north 5% miles 














to Palmyra, O. Itis of 3 ft. gauge. 


Iowa, Minnesota & North Pacific.—Track is laid from Mon- 
roe, Ia,, north to Newton, 18 miles. 

Omaha & Republican Vailey.—Extended southward 7 miles 
toa 10 miles from Valley Station, Neb. 

& Western.—Extended from Brownsville, Kan., west 
to Oswego, 28 miles. 

International & Great Northern.--Extended from Austin 
Summit west to Austin, Tex., 2 miles. 

This is a total of 55% miles of new railroad, making 2,238 
miles completed in the United States in 1876, against 1,264 
miles reported for the corresponding period in 1875, 1,808 in 
1874, 3,606 in 1873, and 7,065 in 1872. 








The Grain Movement for Thirty-three Weeks. 
The shipments of grain of all kinds from the eight principal 
Northwestern markets for each week since April 22 have been, 
in bushels, by lake and by rail: 

















Per ct. 

Week ending— By lake. B ° Total. by rail. 
ril 2,072,946 3,707,487 66 

2,292,633 4,737, 4834 

2,302,940 8,841,466 60 

2,016,304 8,618,474 55% 

1,820,456 8,567,864 51 

1,797,922 4,210,084 42% 

2,147,670 5,042,585 423, 

2,491,811 6,313,216 45 

2,198,054 4,926,760 443, 

1,784,548 3,605,708 49% 

1,205,184 2,970,194 40% 

1,228,678 2,877,186 42% 

1,082,825 8,902,161 31% 

1,038,208 2,504,710 414, 

1,283,268 8,338,511 38% 

1,800 720 3,044,779 42% 

1,614,256 8,764,548 42% 

Rat 2,352,152 1,620,811 8,872,968 391, 
Mig! Bisse vercsvicins 698, 1,573,058 8,271,549 4835 
a Relate « 2,374,473 1,818,411 4,102,884 431¢ 

» Bu 963 1,688,318 4,651,952 26% 

“ .. 1,820,961 4,089,255 4445 
« 90.. 1,797,847 ° 4,225,904 4934 

Oak. “Zosesacees anenes ,009,394 1,650,858 4,660,262 354, 
see SEI 530,729 1,835,991 4,366,720 42 
©. Micsenesaveesavs 2,678,647 1,800,887 4,474,484 © 4034 
6365, 1,359,160 3,904,307 34 

2,351,914 3,902,862 60%, 

1,399,904 9,822,151 3646 

1,872,271 9,239,754 42% 

1,272,758 2,679,746 4736 

1,876,625 1,783,909 7914 

1,880,369 1,424,702 97 

Total for 88 weeks....67,428,425 55,548,001 122,976,496 45%, 


The lake shipments are too small to have any appreciable 
effect on the totals. As we said last week, the season of navi- 
gation for lake shipments closed virtually with November. 
Hereafter the business will be purely a rail business. 

For the same 83 weeks the receipts at the different Atlantic 
ports have been: 











cent Per cent. 
Corn, of total. All grains. of total 
22,030,317 35.0 69,457,481 18 
6,859, 10.9 9,864,980 8.0 
593,876 0.9 1,002,356 08 
3,493,081 5.6 11,394,022 9.2 
- +14,070,025 22.8 21,707,236 17.6 
a4 8,700 21.8 17,628,785 141 
+» 2,218,720 8.5 8,259,309 2.6 
Total... ccocccccccceses 62,978,745 100.0 124,209,168 100.0 


Though shipments were so light for the last week reported, 
receipts continued large, arrivals of boats at New York down 
the North River continuing through the week. 

Compared with their standing ‘at the close of the previous 
week, New York has declined considerably in corn and slightly 
in all grains; Montreal has declined slightly in both; Phila- 
delphia has declined a trifle in corn but held its rank in all 
grains; Baltimore has gained in both. Tho full effect of the 
closing of navigation will be seen later, 

During the last week reported the proportion of the total 
corn receipts arriving at each port were: Baltimore, 83%; Bos- 
ton, 2234; Philadelphia, 18; New York, 1644; New Orleans, 7%. 
For grains of all kinds these proportions were: New York, 44%; 
Baltimore, 20%; Philadelphia, 144%; Boston, 18%; New Or- 
leans, 4%. 

New York’s corn receipts were unusually light, 








NEW PUBLICATIONS, 


The Oomplete Practioal Machinist : Embracing Lathe Work, 
Vise Work, Drills and Drilling, Taps and Dies, Hardening and 
Tempering, the making and use of Tools, etc., ete.; by Joshua 
Rose. Llustrated by 130 engravings. Henry Carey Baird & 
Co., Philadelpbia, 1876, 

If one may judge from the title page and preface of Mr. 
Rose’s book, the author has attempted to supply a long exist- 
ing want by the production of a complete manual for the use of 
the machinist; a sort of vade mecum to which the puzzled 
artisan can turn for aid and counsel; a book which, though 
founded on correct theory, is yet to be couched in terms so 
simple that the least learned mechanic shall be enabled to 
understand it; a book indeed to contain in concise form the 
summing up, the generalization, as it were, of the best practice 
of the best shops; and these generalizations, these funda- 
mental principles, these formule (as the author calls them) 
are to be arranged—so says the preface—in #0 logical an order 
that “each formula is the natural sequence of its predecessor.” 
The ambition of the author is a laudable one; and the pros- 
pect before the expectant reader seems pleasant. Let us see 
how the reality fulfills the promise of the introduction. 

Chapter I. treats of ‘‘ Lathe and Machine Tools,” and con- 
tains a discussion on the requirements of the good tool, its 
various angles, shapes, etc. While many of the author’s re- 
marks are doubtless true, and much to the point, we do not 
think he makes nearly so good a statement of the case as Mr. 
Holtzappfel does in his article on the same subject (Turning 
and Mechanical Manipulation, Vol, 1I.. p. 527), either in gen- 
eral compass or detailed instruction. Where Mr. Rose would 
say “add or subtract a little, bottom, top or side rake,” Mr. 
Holtzappfel tells us exdctly how many degrees of clr arance 
experience has shown to be suited for each particular case. 





Holtzappfel further tells us how, by means of a Nasmyth’s tool 
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gauge, we may determine what angles of clearance we have 
ground. Mr. Rose, we think, falls into the common error of 
making the clearance below the point of the tool—“ the bot- 
tom rake,” he calls it—excessively great. We do not see that 
any more is ever needed than will just suffice to clear the work, 
i. e., the angle usually recommended by the best writers (from 
8° to 6°. from the perpendicular) : any more, by our author's 
own confession, only tends to weaken the point of the tool 
without lending avy new advantages. The author throws 
great stress upon the use of “spring tools,” that is, tools bent 
in the shank and so arranged that undue pressure arising from 
variations of cut or hardness may cause the tool point to spring 
from the work instead of digging into it; but he does not al- 
lude in this place (although the sequence seems obvious) to 
the proportionately good results obtainable by dragging the 
cutting tool instead of pushing it. Nor does he include in this 
chapter the discussion of slotter tools (another evident se- 
quence), but reserves their consideration to a chapter on 
“Laps,” page 172. (The sequence is not so obvious.) 

The use of “ spring” tools necessarily violates one of the au- 
thor’s own canons, & very good one, too, that ‘all tools should be 
fastened or held so that their cutting edges are as near the 
tool post as possible.” 

The remarks of Mr. Rose in Chapter II., on “ Cutting Speed 
and Feed,” are in the main very good, especially those advo- 
cating the heavy roughing cut with rapid feed and slow speed, 
but we are surprised that he does not dwell, in this place, upon 
the advantages of the very broad feed finishing cuts. 

He gives for steel of 3 in. diameter a speed of 18 feet a min- 
ute and a feed of 1-25 of an inch for roughing; but would finish 
with a speed of only 15 feet and a feed of 1-80 of an inch, 
Even for cast iron he does not recommend the use of more than 
4% inch feed for finishing. 

Chapter III., continuing the subject, discusses “ Boring 
Tools for Lathe Work” and gives a number of shapes suitable 
for different materials and treats at some length of the reasons 
which govern the form of the tool. 

Chapter IV. is devoted to a discussion of screw-cutting tools, 
and it seems, considering the prevalence of screw-cutting 
lathes, that an unnecessarily large space is devoted to screw- 
cutting by band, and the making of “chasers” for inside and 
outside work. The very existence of special bolt-and-nut thread- 
ing machines is entirely ignored; and it sounds oddly enough 
in these days tohear a man say: “The quickest way to cut a 
number of threads upon bolts requiring to have an ordinarily 
good fit is to take about two good cuts with a screw tool in the 
lathe, and then fastening a solid die in the vise to screw the 
bolt through the solid die by the aid of a wrench on the bolt 
heads. * ° * Bolts threaded thus may be screwed 
at least four times as quick as by finishing them entirely in the 

. lathe.” 

Perhaps they can be ; but not nearly so quickly as they may 
be cut in a bolt-cutting machine, having dies that open auto~ 
matically atthe end of the thread and permit the bolt to be 
withdrawn and another substituted without stopping or revers- 
ing the machine. 

A great deal of this advice about hand cutting and other mat- 
ters seems only applicable to the case of somebody in the back- 
woods or remote confines of civilization ; for surely no one near 
a modern machine shop could hope to compete by such means 
with modern usage. Indeed, {t is difficult to see exactly what 
auditory the book is directed to : information of the most specific 
kind is given on some subjects, along with minute and explicit 
directions and advice that would seem to imply that the artitan 
is far removed from the dealers in machinists’ supplies and 
patent labor-saving devices ; and yet the author suddenly be- 
gins, under the caption, ‘General Remarks on Turnir z,” to 
insert a series of advertisements of special tools and gauges, 
lathe dogs and drivers, centering devices, etc., etc., which may 
be purchased of Messrs. Brown, Jones & Robinson in New 
York. In fact, the notices of the productions of the doubtless 
excellent establishment are very numerous throughout the 
book and are not always well timed. 

Four pages on centre-drilling and protestations against 
countersinking with the centre punch (who in any well-regu- 
ivted shop would do it?) recommend the use of the square 
centre as a countersinking tool; but it seems to us that the 
tool described on page 198 is inuch better and much easier to 
make accurately. (A reamer made by cutting away half the 
cone of a lathe centre by a plane through its axis, and harden- 
ing and sha: pening one edge of the remaining half for a cut- 
ter.) 

Much of the matter in the book is of a very desultory char- 
acter. Over and over again, and often in the most unexpected 
places, are we told the same facts or given the same trite coun- 
sels. Thus, having learned in a chapter on ‘‘ Tool Steel” that 
springs should be hardened by ‘frying them in oil” of a given 
composition, and furthermore that springs are stronger with 
the “‘ forged skin on,” we are surprised te have the whole thing 
repeated in a chapter on “ Vise Work.” 

It is unnecessary to be informed two or three times that red 
marking should be used when fitting taper plugs to taper 
holes; and it is not complimentary to any intelligent mechanic 
to tell him four times that if he has a piece of very irregular 
work clamped to his lathe’s face-plate or held between its cen- 
tres he should balance it by clamping a counterweight to the 
face plate, In his chapter on “Tool Steel” the author suddenly 
rushes off to dilate—for six pages—on the wear of metal sur- 
faces; and then winds up his chapter by half a page of ideas on 
* Annealing and Softening,” and about as much on “ Mixed 
Metals.” He gives a number of different rules (that might in 
some cases be very convenient) for calculating the change 
wheels required for given pitches of screw threads; and also a 
little good (but not new) advice on the subject of belting. He 
tells us, however, that belts used with the “grain or smooth 
side to the pulley will transmit 30 per cent. more power than 
will the same belt with the flesh side to the pulley”; also that 
‘a pulley covered with leather will transmit 30 per cent. more 

power without slipping than one not so covered.” Therefore 


it follows that by using our belts smooth side to the pulley and 
by lagging the pulley we shall gain, according to our author, 
80 per cent. in the first instance and an additional 30 per cent. 
in the second case; or we shall have a total gain of 69 per cent. 
more power than could be transmitted by using unlagged pul- 
leys and the rough side of the leather. There is undoubtedly 
a small percentage of saving in the use of belts with the 
smooth side to the pulleys, owing to the harder and more du- 
rable character of that side, to the larger area of surface con- 


the fact that the belt is more flexible when curved with the 
hard side towards the inside of the circle. It is possible, how- 
ever, that on rough pulleys better adhesion might result from 
using the rough side of the belt. As for lagging, the gain 
will be exactly that due to the difference of friction between 
two surfaces of leather, and one of leather and one of iron; 
and in no case will it amount up to 30 per cent. 

It is not clear why the author always uses a weight 
of 36,000 lbs. raised one foot high in a minute as a 
“horse power” instead of the usual 33,000 lbs.; nor do we 
think circumferences will be found with sufficient accuracy by 
multiplying the diameters by 344 (page 119): 8 1-7 is much 
nearer. If the innocent mechanic attempted to apply Mr. 
Rose’s rule to the case of two pulleys of, for example, 4 feet 
diameter, he would find his belt when made 5 inches too long. 
There is also another element of error in this rule: the part of 
a belt which is not in contact with the pulley rims is (if the 
pulleys differ in diameter) longergthan twice the distance be- 
tween the centres and corresponis more nearly to twice the 
length of the hypothenuse of a right-angled triangle having for 
its base the distance between the pulley centres and for its 
perpendicular the difference of diameters of the two pulleys. 

It does not seem to us that Mr. Rose does full justice to the 
subject of journals bearings. While he gives sume good 
physical reasons why cast-iron bc xes are peculiarly good under 
limited pressure and speed if they present sufficient wearing 
surface, he does not tell us how we are to find the effective 
maxima of pressure or speed; he does nol give us any data from 
which we may determine the proper lengtb or diameter for 
journals; nor does he give to cast iron due credit for good per- 
formance under very heavy pressures, with plenty of surface 
and good lubrication. He discourses at length on the injurious 
wearing of rotating discs; but only discusses one case (that of 
steam valves, so shaped), and neglects the fact that digcs 
when sufficiently large and well oiled work excellently under 
immense pressures. For example, many large mills have 
heavy vertical shafts weighing thousands of pounds supported 
with great success by cast-iron (disc-shaped) steps running in 
oil. 

The mechanical execution of Mr. Rose’s book is very good; 
the illustrations numerous and satisfactory. 

But taking the book asa whole and without regard to its 
faulty rhetoric and rambling character, we cannot think that 
it is up to the requirements of the present state of the art. 
Many topics of vital importance are neglected or omitted: thus 
nothing is said of the use of standards (gauges, calipers, man- 
drels, etc.), or of manufacturing interchangeable parts. The 
author appears to ignore the very existence of such important 
tools as special machines for traverse drilling, for horizontal 
drilling or for bolt-cutting. 

The book is an interesting one and contains much that is 
very valuable; and had he called it the “ Practical Machinist’ 
and omitted the word ‘‘ complete” in the title it would have ex- 
pressed its true character much better. ‘* Practical” it may 
be, but not ‘* complete.” 


~ General Railroad Bews. 


ELECTIONS AND APPOINTMENTS. 


New York, Providence & Boston.—At the annual meeting in 
Providence, Dec. 13, the following directors were chosen: 
Charles H. Salisbury, Providence, R. I.; Henry Howard, Cov- 
entry, R. I.; Nathan F. Dixon, Westerly, R. I.; A. 8. Matthews, 
Stonington, Conn.; John A. Burnham, Boston; Samuel D. 
Babcock, D. 8. Babcock, Henry Morgan, Wm. F. Cary, Jr., J. 
Boorman Johnston, Geurge F. Miller, New York. 


Bostonsé Maine.—At the annual meeting in Lawrence, Mass., 
Dee, 18, the old board was re-elected, as follows: George O. 
Lord, Nathaniel J. Bradlee, John F. Osgood, Boston; Nathaniel 
G. ite, Lawrence, Mass.; James R. Nichols, Haverhill, 
Mass.; Amos Paul, South Newmarket, N. H.; Wm. H. Stevens 
Dover, N. H.; Nathaniel W. Farwell, Lewiston, Me.; Samuel 
E. Spring, Portland, Me. 

Manchester & Ashburnham.—This company was organized at 
Manchester, N. H., Dec. 18, by the election of the fol owing di- 
rectors: Joseph Stone, Person C, Cheney, David Cross, Hiram 
K. Stayton, Manchester, N. H.; Samuel R. Payson, Edmund 
Dwight, John ©. Palfrey, Boston. The board organizea by 
electing Samuel R. Payson President; David Cross, Clerk. 

Fall River.—At the annual meeting in New Bedford, Mass., 
Dee. 14, the following directors were chosen: J. A. Beauvais, 
Charles R. Tucker, G. A. Bourne, L. M. Kollock, Wm. R. Wing, 
George R. Phi " % George Wilson, John H. Denison, New Bel. 
ford, Mass.; L. 8. Judd, Fairhaven, Mass.; R. T. Davis, John 
D. Flint, Fall River, Mass.; John H. Perry, Boston. 

Boston, Clinton, Fitchburg & New Bedford.—Mr. Nathaniel 
Thayer, Jr., has been chosen President, in place of Solomon H. 
Howe, resigned. . 

Rhode Isiand & Massachusetts.—At the annual meeting in 
Providence, R. I., Dec. 13, the following directors were chosen : 
Harvey Chace, George F. Wilson, Jonathan Chace, E. J. Night- 
ingale, Henry B. Metcalf, Arnold B. Chace, Olney Arnold. 
Stafford W. Razee, George L. Littlefield. The board elected 
Harvey Chace President; George F. Wilson, Vice-President ; 
E. J. Nightingale, Secretary and Treasurer. 

Central. of Georgia.—Mr. David W. Appler has been a 
potest General Western Agent, with office at Atlanta, Ga. He 

as been for some time General Ticket Agent of the Western 
Railroad of Alabama. 


Western Union Telegraph.— Gen. Anson Stager, of Chicago, 
has beeu chosen a Vice-President. 

Southern Minnesota.—Mr. 8. Friedlander, late of the St. 
Louis, Kansas City & Northern, has been appointed Superin- 
tendent of Telegraph and Train Dispatcher, in place of J. M. 
Nye, resigned. 

Utica, Chenango & Susquehanna Valley.—At the annual 
meeting in Utica, N. Y., Dec. 12, the following directors were 











tact obtained by using two smooth surfaces together, and to | L. P 
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chosen: Samuel Sloan, John Bri: William E. Moses 
Taylor, Lewis Lawrence, Miles C. Coms' Crouse, 
Hiram Hurlburt, Percy R. Pyne, Eli Avery, Geo. W. Chadwick, 


Daniel B. Goodwin, Devillo te. The road is leased to the 
Delaware, Lackawanna & Western. 


Atlantic & North Carolina,—Mr. L. W. Humphrey, President 
of the company, has resigned his position as a State director, 
and has been chosen a director on behalf of the stockholders. 

West Point & Hanover Junction.—At the last annual meet- 
ing in West Point, Va., Charles L. Pearson was chosen Presi- 
dent, with the following directors : George W. Pearson, Chas. 

. Pearson, Jr., George A. Anderson, John Matheson George 
Woodruff, all of Trenton, N. J. Mr. John Matheson is Secre- 
tary ; George A. Anderson, Counsel ; W. D. Crane, Agent, with 
office at No. 29 Broadway, New York. 

Baltimore & Ohio.—At the first meeting of the new board 
Mr. John W. Garrett was unanimously re-elected President for 
the ensuing year, which will be the nineteenth of his occupan- 
cy of that office. ; ‘ 


Shesapeake & Ohio.—At the annual meeting in Richmond, 
Va., Dec. 7, the following directors were chosen : John Echols, 
W. C. Wickham, Virginia ; Pliny Fisk, New Jersey ; C. P. Hun- 
tington, A. A. Low, Lloyd oe 1, David Stewart, A. 8. 
Hatch, Wm. Whitewright, Jr., J. G. Clark, John Castree, New 
York. The only new director is Mr. Castree, who succeeds H. 
C. Parsons, of West Virginia. 

Duck River Valley.—_Mr. E. F. Falconnet is Chief Engineer 
and Superictendent and has his office in Columbia, Tenn. 

Texas Western.—At the annual meeting in Houston, Tex., 
recently, the following directors were chosen: T. W. House, T. 
H. Scanlan, Peter Floeck, Conrad Bering, John T. Brady, 
Peter Gabel, 8. M. McAshan, L. J. Latham and J. B. Likens. 


Chicago & Northwestern.—Mr. Charles Murray has been ap- 
ointed Superintendent of the Galena Division, in place of E. 
. Cuyler, nsferred to the Wisconsin Division. Mr. Murray 

has been for some time local Freight Agent in Chicago. 


Richmond, Frederic & Potomac.—At the adjourned 
annual meeting in Richmond, Va., Dec. 18, Mr. J. M. Robinson 
was re-elec President, with the following directors: E. 
Chauncey, H. A. Claiborne, Philip Haxall, C. 8. Mills. The 
reappointment of Mr. Andrew Johnston as director for the 
State of Virginia was announced at the same time. 


St. Paul & Pacific.—At the annual meeting recently the 
following directors were chosen: Frederick Billings, Wood- 
stock, Vt.; George Stark, Nashua, N. H.; Charlemagne Tower, 
C. B. Wright, hiladeiphia; George W. Cass ittsburgh; 
Alexander Ramsey, St. Paul, Minn.; Wm. W. MeNair Minnea- 
olis, Minn. The board elected C. B. Wright, President; 
yeorge Stark, Vice-President; Samuel Wilkeson, Secretary; 
George E. Beebe, Treasurer. The road is now in possession 0} 
the trustees under the tirst mortgage. 


PERSONAL. 


—Mr. Octavius Cohen, a prominent merchant of Savannah 
and for several years past a director of the Central Railroad 
ne of Georgia, died recently at his residence in Savan- 
nah. 

—Dr. Edwin Eldridge, President of the Utica, Ithaca & El- 
mira Company, chief owner of the Elmira Rolling Mill, and a 
large holder of oth+r railroad and manufacturing stocks, died 
at his residence in Elmira, N. Y., Dec. 16, of congestion of the 
lungs, after a short illness. 

—Mr. 8. E. Mayo has resi 
Agent of the Delaware & 
take effect Jan. 1. 


—In the Circuit Court at Sandusky, O., last week, on motion 
of the District Attorney, a nol e 7 ‘was entered in each of 
the indictments against Rush Sloane, the defaulting ex- 
President of the Cincinnati Sandusky & Cleveland Company. 
This action has caused much surprise, and the Attorney Gen- 
eral of the State has since taken action to overrule the District 
Attorney’s proceedings. 


THE SCRAP HEAP. 


Railroad Manufactures. 


The Kellog; a eee | has the contract for rebuilding 
the portion of the Louisiana Bridge over the Mississ: re- 
cently destroyed by the —s out of a pier. The two ts -feet 
spans thus lost are to be replaced by one span 820 feet long 
over all, A temporary structure is now in use. 

The Michigan Car Company, at Detroit, has an order for 300 
freight cars. 

The Maiden Creek Iron Works, in Berks County, Pa., have 
been purchased by a party of Lebanon capitalists, who intend 
to make extensive improvements. The property consists of a 
charcoal furnace, a number of dwellings and small buildings 
and a large tract of iron and wood land. 

Neshannock Furnace, at New Castle, Pa., has been repaired 
and has gone into blast again, making Bessemer pig iron. 

e Nimson Steam Forge, at Allentown, Pa., has stopped 
work, but will start up again Jan. 1, when a new lessee will 
take charge. 

e Harrisburg (Pa.) Company’s Works are running on an 
order for 150 cars. 

The Hollidaysburg Iron & Steel Company, a new organiza- 
tion, has bought the old rolling mull in ollidaysbur, , Pa., and 
the blast furnace at McKee’s Gap, and has leased the mining 
right on a large tract of iron land near the furnace. 

nauer & Kaufmann’s steam forge in Knauertown, Chester 
County, Pa., is running full time. 

The Logan Iron Company is building a blast furnace three 
miles from Gore, O., in the Hocking Valley region. It is to be 
connected with the Newark, Somerset & Straiteville road by a 
narrow-gauge track. 

The Roane Iron Company’s rail mill, at Chattanooga, Tenn., 
is ~4 work on 30-pound iron rails for the Duck River Valley 
road. 

The Red River Furnace in Estill County, Ky., with the other 
property oynyn 4 A the company, was so)d recently at 





ed his 


sition as General Ticket 
udson 


unal Company’s lines, to 








sheriff's sale for 

The Samson Rail Joint, manufactured by the American Rail- 
way Supply Company, of Pittsburgh, is already in use or has 
been ordered for trial by the Chicago, Rock Island & Pacific, 
the Chicago & Alton, the Chicago, Burlington & Quincy, the 
Illinois Central, the Missouri Pacitic and other Western roads. 


TRAFFIC AND EARNINGS. 








Grain Movement. 


For the week ending Dec. 9 receipts and shipments are 
reported as follows, in bushels : 


1876. 1875. Inc. or Dec. P.c. 
Lake ports’ receipts ........ 2,668,871 3,188,546 Dec.. 519,675 16.2 
sd *« shipments. . 1,427,702 1,147,004 Imc.. 279,608 23.4 
Atlantic ports’ receipts. ... 2,792,418 1,762,818 Inc ..1,029,600 58.4 


Of the shipments from lake ports, 97 per cent. was by rail 
this year, and the whole in the two ae years. 
Chicago receipt» and shipments for the week ending Dec. 16 


were: 

1876. 1875. Increase. P.c. 
I neucdccechpececsves 1,116,055 796,551 319,504 40.1 
TN ths.40sesa0esere se 692,262 248,954 444,308 178.4 


The low rates apparently have a great effect in stimulating 
the winter movement. 
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Railroad Earnings. 

Earnings for various periods have been reported as follows : 

Year ending Sept. 30 : ‘ 

1875-76. 1874-75. Inc.orDec. P.c. 
Boston & Lowell.... $1,127,891 $1,158,849 Dec.. $25,958 2.2 

Expenses.......... 812,030 1,000,080 Dec.. . 18.8 

Net earnings...... $315,861 $153,759 Inc.. $162,102 105.4 

Earnings per mile. 13,589 13,998 Dec.. 404 2.9 

Per cent. of exps.. 71.99 86.67 Dec.. 14.68 16.9 
Chesapeake & Ohio.. 1,599,513 1,459,189 Imc.. 140,324 9 

Expenses.......... 1,243,036 1,112,321 Inc.. 130,715 11.8 

Net earnings...... $356,477 $346,868 Inc .. $9,609 2.8 

Earnings per mile. 3,717 3,390 Inc.. 327 «9.6 

Per cent. of exps.. 77.69 76.23 Inc.. 146 1.9 

Wesdavedeeessest oc 16,539,765 17,677,746 Dec.. $1,137,981 6.4 

Expenses.......... 12,629,536 12,679,131 Dec.. 49, 04 

Net earnings...... $3,910,229 $4,998,615 Dec.. $1,088,386 21.8 

Earnings per mile. 17,54 18,756 Dec.. 1, 64 

Per cent. of exps.. 16.36 76.13 Inc.. 1, 1.6 

Eleven months ending Nov, 30: 

1876. 1875. 
Atchison, Topeka & 

en Mss sceecks $2,282,298 $1,376,004 Inc.. $906,294 65.9 
Burlington, Cedar 

Rapids & Northern 1,037,583 1,200,574 Dec.. 162,991 13.6 
Cairo & st. Louis.... 246,181 254,338 Dec.. 8, 3.2 
Canada Southern.... 1,571,781 1,127,834 Inc.. 443,947 39.4 
Central Pacific...... 16,773 ,166 15,696,854 Inc.. 1,076,312 6.9 
Chicago & Alton..... 4,595,831 4,287,452 Inc.. 308,379 17.2 
Ohi., Milwaukee & 

ie 7,445,139 7,507,850 Dec.. 62,711 0.4 
Cincinnati, Latayette 

& Chicago......... 342,874 362,850 Dec.. 19,976 5.5 
Denver & Rio Gra’de 

Main Line......... 359,151 324,448 Inc.. 34,703 10.7 
Tllinois Central. ..... 6,547,607 7,123,122 Dec.. 575,515 8.1 
Indianapolis, Bioom. 

estern........ 1,349,148 1,214,680 Inc 134,468 11,1 
International & Gr’ 

Northern ......... 1,231,858 1,176,443 Inc 66,415 4.9 
Michigan Central... 6,255,724 6,069,899 Inc. 825 3.1 
Missouri, Kansas 

MED sanceseacsece 2,920,811 2,609,187 Inc 311,624 11.9 
St. Louis, Alton & T. ‘ 

H., Belleville Line 443,843 511,044 Dec.. 87,201 13.1 
St. Louis,Iron Moun- 

tain & Southern 3,509,949 3,305,292 Inc 204,657 6.2 
St. Louis,Kansas 

& Northern ....... 2,874,843 2,378,165 Inc 496,678 20.9 
Tolego; Peoria 

Warsaw...... .... 1,313,667 1,006,726 Inc.. 306,941 

Ten months ending Oct. 31: 

Burlington & Mis- 

sou River in 

Nebraska.......... $743,864 $571,638 Inc $172,226 30.1 
Flint & Pere Mar- 

QUONG. iecccccesces 809,671 854,190 Dec.. 44,519 5.2 
Louisville, Paducah 

& Southwestern... TTT OB ccvccccocesd cecvcpeces eocece 

Month of October : 

Burlington & Mis- 

souri River in 

Nebraska.......... $144,422 $103,222 Inc.. $41,200 39.9 
Denver & Rio Grande 36,111 28,988 Inc.. 7,123 24.0 

Expenses ......... 20,201 18,335 Inc.. 1,866 10.2 

Net earnings...... $15,910 $10,653 Inc.. $5,257 49.3 

Per cent. of exps.. 55.94 63, Dec.. 7.29 11.5 
Flint & Pere Mar- 

BRON. 02 ccvccrecs 89,889 89,632 Inc. 257 «(0.8 
Great Western, of 

| re 391,800 396,820 Dec.. 5,020 13 

Expenses.......... 296,600 281,576 Inc.. 15,024 5.3 

Net earnings...... $95,200 $115,244 Dec.. $20,044 17.4 

Per cent. of exps.. 15.70 70.96 Inc.. 4.74 6.7 
Louisville, Paducah 

& Southwestern... 42,638 41,179 Inc 1,459 «3.5 
Rome, Watertown & 

Ogdensburg........ 139,945 119,940 Inc 20,005 16.7 

Month of November: 

Atchison, Topeka & 

Santa Fe.......... $225,955 $187,183 Inc.. $38,772 20.7 
Burlington, Cedar 

Rapids & Northern 94,908 127,879 Dec.. 32,971 25.8 
Cairo & St. Louis.... 20,129 27,9384 Dec.. 7, 28.0 
Canada Southern.... 148,050 194,290 Inc.. 13,760 10.2 
Centra! Pacific ..... 1,673,000 1,518,836 Inc.. 159,164 10.5 
Chicago & Alton..... 377,553 395,779 Dec.. 18,226 4.6 
Chi., Mil. & St. Paul. 766,000 3 Dec.. 161,030 17.4 
Cincinnati, Lafayette 

& Chicago......... 27,171 34,287 Dec.. 7,116 20.7 
Denver & Rio Gra’de, 

Main Line......... 30,207 30,411 Dec.. 204 «(0.7 
Denver & Rio Gra’de, 

‘trinidad Ex........ IBGBD. cconsccces geeccocovescesse of oe 
Tilinois Central...... 580,106 773,092 Dec.. 192,986 25.0 
Ind., Bloom. & West’n 93,646 141,300 Dec.. 47,654 33.7 
International & Great 

Northern.......... 214,200 188,466 Inc.. 25,734 13.7 
Michigan Central.... 541,345 587,270 Dec.. 45,925 7.8 
Missouri, Kansas & 

DEER, 000 cscensees 324,886 300,534 Inc.. 24/852 8.1 
Rome, Watertown & 

Ogdensburg........ 133,487 115,068 Inc.. “ 18,419 16.0 
St. Louis, Alton & T. 

H., Belleville Line. 48,289 50,700 Dec.. 2411 4.8 
St. Louis, Iron Mt. & 

h 466,000 429,765 Inc.. 36,235 8.4 
282,845 280,626 Inc.. 62,219 22.6 
101,075 123,920 Dec.. 22,845 18.4 
$51,504 395,927 Dec.. 44,333 11.2 
First.week in December : 
Denver & Rio Grande, = 

Main Line........- 7,682 7,190 Inc.. 492 «6.8 
Denver & Rio Grande, 

Trinidad Extension 8,548 nev cecces 
St. Louis, Iron Mt. & 

Southern.......... + $129,000 $119,812 Inc $9,188 87.7 

Second week in December : 

Chicago, Milwaukee 

& Bt. re $143,000 $171,874 Dec.. $28,374 16.6 
Michigan Central.... 122,093 139,987 Dec. 17,894 12.8 

Week ending Nov. 24: 

Great Western, of 

Canada....... .+++- £15,082 £16815 Dec.. £1,733 10.3 

Week ending Nov. 25 : 

Grand Trunk. .... . £37,200 £44,300 Dec.. £7,100 16.0 
Southern Freight Rates. 


The steamer lines from New York to Norfolk, Charleston and 
Savannah, with their rail éonnections, have adopted a new 


tariff, the rates from New York to leading Sou 


being now as follows per 100 pounds 


New York to 
Memphis, Tenn...... 
Nashville, Tenn., 


Gainesville, Ais..... 
The changes are 





made in consequence of changes in all rates. 


ern points 

First Second Third Fourth Fifth 
class, class. class. class. class. 
«+» $0.79 $0.72 $0.66 . $0.51 $0 46 
0.62 0.87 0.53 0.42 0.87 

1.24 1.12 101 O81 0.69 

1.61 1&4 1.20 0.83 0.77 

- 145 1.30 1.17 0.93 0.87 

- 196 1.63 1.37 1.13 1.06 





Ooal Movement. 


Coal tonnages for the week ending Dec..9 were: 
1876. 1875. Inc,or Dec. P.c, 
Anthracite.......... eeccceee «e+» 416,750 424,646 Dec.. 7,806 1.9 
Semi-bituminous,............... ' 499 -. 2,063 3.4 
Bituminous, Pennsylvania...... GO,0BD  nccreve cvcccccccccs seve 
she eral tonnage of the Pennsylvania Railroad for eleven 
months ending Nov. 30 was: 








ts nahin ‘ip chsoawtbivignieise cnueaiebacey 1s Mn 
Semi-bituminous, Broad goepee ee 97,187 
red id and Snow Shoe....... eee 1,134,664 

- Cumberland........sssccecesees seevesees 190,226 
Bituminous, Gallitzin aud Mountain Region............+++ 008 
ie Westmoreland Region........sssseeseeees ees» 813,809 

” West Penn. Div. and Southwest Pa. ch... 388,551 

“ Pittsburgh Region........ssecseeesepeeeeeeees 1,280,554 
Total coal.......... eoccceccs evceseee &, 711,884 

DR cic cacadencte Coeocccsccces ° eveece 34,320 
Total coal and COkG........cescesceccesceceesccecsees 5,446,154 

For the eleven months ending Dec. 2 the ony, A Di- 
vision of the Baltimore & Ohio delivered to the Main Line at 


Cumberland 216,599 tons of coal, of which 182,808 tons were 


gee 52,157 tons Keystone Company, and 31,634 tons Elk 
ck, 

Receipts of coal by canal at Cleveland, O., for the season just 
closed were 160,047 tons. Shipments by lake for the season 
were 413,817 tons, of which 99,338 tone went to Canadian ports. 
Through Freight Rates. 

The new rates on west-bound freight are as follows per 100 
pounds from New York: 

First Second Third Fourth 

New York to class. class. class, class. Special 
Cleveland, O........ 40 cts. 35 cts. 30 cts. 25 cts 20 cts 
Cincinnati........... 46 * 41 * 37 “ 2% 3 
a a 35“ 30 “ » ¢ 2* 
Indianapolis ” 43“ 38 2% Jed 
Chicago...... “ 6" 0” 80 8 « 
Peoria, Ill. ” 50 45 “ “a | iad 
Louisville. “ 65 4 39“ “* 
Bt. Lowis......ccceee ” 61“ 65 43° % 





The east-kound rates from Chicago, which also went into 
force last Monday, are : 





——-Class. Grainin Dressed Bulk 

Chicago to 1. 2. 3. 4. bulk, meat. meat. 
New York......... 1.50 1.10 85 . 30 65 40 

Boston and Port- 

land..........-.1.60 1.20 .90 .40 36 70 45 

A 14 30% 26 57 B54g 

° ¢ ‘TT Bld 27 583g 3634 
ae F 45 12244 20 35 25 


Flour per barrel is double the rate of grain per 100 Ibs. 
Cheese in 10,000 Ibs. lots and grass seed are taken from Chica- 








go to New York at 45 cents. xed meats go at the fourth- 
class rate. 

ANNUAL REPORTS. 
Boston & Maine. 


This company owns a main line from Boston north by east to 
Portland, Me., 118.25 miles; the Medford Branch, 2 miles; 
Methuen Branch, 35 miles, and the Groat Falls Branch, 2.75 
miles. The Methuen Branch is not worked, but is leased to 
the Manchester & Lawrence Compete. The company works 
under lease the Newburyport Railroad, 26.5 miles; the Dan- 
vers Railroad, 9.25 miles; the West Amesbury branch, 4.5 
miles; the Lowell & Andover Railroad, 9.5 miles, and the Dover 
& Winnipiseogee Railroad, 29 miles, making a total of 126 5 
miles owned and 201.75 worked. The system occupies very 
much the same ground as that of the Eastern Railroad, and has 
been worked in competition with it for years; but the company, 
by a more conservative management, by 1 ng fewer and 
more careful investments in outside property, and by a more 
judicious arrangement of its — account, has avoided the 
ruin that has fallen upon the Eastern and has remained not 
only a solvent, but a atm =m | corporation. Its present 
report is for the year ending Sept. 30, 1876. 

he equipment consists of 73 engines and 11 snow-plows; 166 
passenger-train cars, and 1,620 freight cars. 





The company holds $27,000 of its own stock and has.$287,- 
752.09 inves in Dover & Winnipiseogee stock and improve- 
ments; $70,060.24 in a steamboat and wharves on Lake Winni- 

iseogee; $152,430 in Danvers Railroad bonds and improvements; 
3,167 1n Newburyport Railroad bonds and stock, and $1,176 
in Lowell & Andover Railroad improvements. 

The capital account at the close of the year was as follows: 
Stock, received for 70,000 shares ($54,714 per mile)...... $6,921,274 52 
Bonds ($26,881 per mile)........-+++ cseeeseeeee seeseeeee 3,400,500 00 
Notes payable. .........+sseeeeeee Co cccveccccoens eecccces 152,009 08 
Ledger balanceB........++++eeesee wecepeceecce 21,019 53 
Lowell & Andover improvement account.. 30,278 74 
BUBPONKC........-seeeeeeeees vee 
Profit and 10G8........seeeeceee oe 1 

1,369,449 63 
Total ($94,928 per mile)..........- + cove cecccccoes $11,894,531 50 

The bills payable were reduced during the year by $221,650.31. 

The valuation of the equipment as carried on the books has 


been reduced during the year to correspond with its present 
market value. 
The work done during the year was as follows: 


1875-76. 1874-75. Inc, or Dec. 


Train mileage......-... 1,645,632 1,576,576 Ine 69,057 44 
Passengers carried.... 5,086,819 4,906,779 Inc, 180,040 43,7 
Passenger mileage..... 67,897,723 65,423,484 Inc, 2,474,289 4.8 
Tons freight carried.... 701,945 647,374 Inc. 571 B84 
Tonnage mileage....... 30,421,902 25,410,756 Inc. 6,011,146 19.7 
The earnings from this business were as follows: 

1875-76. 1874-75. Inc.or Dec. P.c. 
Passengers......+-+++ $1,354,202 37 $1,371,378 67 Dec.$17,676 30 1.3 
Freight........++++++ 842,779 809,680 38 Inc. 33,009 27 4.1 
Mails and express.... 81,476 53 81,088 31 Inc. 387 22 0.5 
Rents......ceceeceee ° 49,335 62 61,812 45 Dec. 2,476 93 4.9 
Interest and premium 42,826 46 74,280 37 Dec. 31,453 91 42.3 








.- $2,370,619 63 $2,388,740 18 Dec,$18,120 65 0.8 
1,594,618 65 1,422,721 57 Inc. 81,897 08 5.8 


Total. 





to the new system of accounts prescribed by the Massachusett 
Railroad Commission, which is similar to that in use by the 


company for 15 years t. It is regarded as very satisfac- 
tory, and the enltorent of accounts ia also considered valua- 

Desing the 2.86 miles of track have been relaid with 
iron a 6.59 miles ‘with steel rails; considerable additions 
have been made to the sidings. The new peseen er house at 
Melrose has been completed; that at Wakefield rebuilt; a res- 
taurant at Portland, a passenger house at Pine Point, a freight 
house at Atkinson and a coal shed at Boston built. A tract 
on the Shawsheen River in the town of Andover has been 
bought and fitted up as a picnic grove. 

Authority has been obtained from the Legislature to consol- 
idate with the eopenne the Newburyport and the Danvers rail- 
road companies, in both of which the Boston & Maine owns a 
controlling interest. The consolidation, which wil! soon be 
carried out, will save the expense of a separate organization 
and the trouble of keeping separate accounts and making re- 


turns. . 

On Jan. 15, 1876, a general reduction of 10 per cent. in wages 
was made, and the number of employes was also reduved. rt) 
addition to equipment was made during the year, except one 
passenger car. 

The report says: ‘* While there has been quite an increase in 
the volume of business during the year, over that of the year 
previous, in both passengers and —— the gross receipts are 
a little less than for the year endin pt. 30, 1875. This is ac- 
counted for, partly by the fact that our local business, on 
which we ae largely for our receipts, has been somewhat 
reduced by the general depression in business, and partly by 
the reduced rates received from —y freight rom the 
West, large quantities of which, since March last, have been 
carried over our road, This reduction in rates is the result of 
the competition that exists between lines running West from 


ton. 

“Little or no improvement in the business of the country 
has yet been felt by your road. Until there is a decided change 
for the better, until the factories and workshops located on 
your line of road, upon which your business greatly depends, 
shall become pros jus as in former years, you cannot expect 
increased returns for your investment, * * ” * 

“With the prosperity or adversity of the manufacturing 
establishments located all | the line of your road your cor- 
poration deeply sympathizes. If they are actively employed and 
prosperous, your corporation correspondingly prospers. It has 
ever been the policy of the managers of this road to do all in 
their power to encourage the introduction of new and various 
branches of industry on its line, believing that the net revenue 
of a railroad located like your own is derived mainly from its 

business, and to that you must look in the future for the 
principal portion of your net earnings. 

“Nothing within the knowledge of your directors has oc- 
curred since our last annual report to impair confidence in the 
real and permanent value of your investment. We lock with 
entire confidence for bétter times from the revival of trade, 
which must come by reason of the actual wants and necessities 
of the country in the not very distant future.” 


Richmond, Fredericksburg & Potomac. 

This company owns a line from Richmond, Va., northward 
to Quantico, 86 miles. 

For the year ending Sept. 30 the earnings and expenses were 
as follows: 0 








1 1874-756. Inc. or Dec. P, c. 

From transportation. $352,365 77 $370,546 569 Dec.$18,180 82 4.9 
Other sources........ 15,603 87 11,761 565 Inc. 3,852 32 92.6 
OS Eee $367,069 64 $382,298 14 Dec $14,928 0 3.7 
Working expeuses ... 177,793 65 180,049 38 Dec, 2,255 73 1,25 
Net earnings ........ $190,175 99 $202 248 76 Dec.$12,072 77 600 
Gross earn, per mile. 4,278 72 4,445 33 Dee. 166 61 8.7 
Net earn. per mile... 2,211 35 2,351 73 Dec, 140 38 6,0 
Per cent. of expenses. 48.32 47.10 Ine. 122 2.6 


President Robinson’s report says: ‘In addition to the ex- 
peneee of transportation above reported, during the year there 

as been expended in necessary additions f the works at 
Boulton the sum of $8,190.67. 

“The bonded and floati if debt of the company has been re- 
duced by the sum of $20,641. 

“A better result was to have been anticipated from the in- 
creased travel resulting from the Centennial Exhibition; but 
the necessity of mney by a connection with the city of Bal- 
timore by the route of the Potomac River,in order to a suc- 
cessful competition with other lines of travel, which has been 
fully explained in reports heretofore made to the stockholders 
and the low rates of fare which had to be adopted, occasioned 
the net receipts from the increased travel above mentioned to 
be considerably less than they might otherwise have been. 

“ While the board is still fu iv sensible of the importance of 
keeping up a connection with Washington by the Potomac 
River, it has nevertheless come to the conclusion that the 

antee feature of the agreement between this company and 

e Potomac Steamboat Company should in the future be dis- 
continued, and on the 21st of April last gave notice to the Po- 
tomac Steamboat Company that the existing agreement be- 
a the two companies should terminate on the 31st March, 

* Questions having arisen as to the responsibility of this com- 
pany to the Potomac Steamboat Company for the depreciation 
of their property in the service of this company, under the ad- 
vice of eminent counsel consulted by the board, it was deter- 
mined to offer to the Potomac Steamboat Company this com- 
pears stock and dividend obligations in that company in full 
settlement and relinquishment of all claims of that company. 
This has been accep’ by the Pitomac Steamboat Company, 
and all differences have been satisfactorily adjusted. 

“No doubt is entertained but that prior to March 81 next 
arrangements can be effected for steamboat service on the Po- 
témac between Quantico and Washington more satisfactory 
and advantageous to this company.” 


OLD AND NEW ROADS. 


Louisville, Paducah & Southwestern. 

The Louisville Courier Journal states that the Louisville & 
Nashville Company has acquired control of the branch or ex- 
tension of this road from Cecilian Junction to Louisville. This 














Included in expenses are rentals amounting to $87,200 in 
1876 and $52,575 in 1875, the increase coming pally from 
the Lowell & Andover lease. The results of the year were as 


follows: 
Net earningS........cceccescccsereeceeeeecesessssessesss $100,453 08 
Interest and oan PBIA.... ce ceeeeecccee . ome 
» GO POT CONE... ccceceecereceersres y 
Dividends, 6 pe <n Cunee 
Surplus for the year.....sessecevccreereeseeces esse $91,184 83 


Pros and joes oe Sea Ta, reduotion in value of oekip- 

d char; .72, reduction in value 0’ - 
suats — nse account has been charged hay | $9,940.25, 
charged off for bad accounts. Reference is made 





the report 


TOE, 00000 cece cscees 106,647 80 99,840 20 Inc. 6,707 69 6.7 | tens 
Total.....cccee- $1,611,166 45 $1,522,561 77 Inc. $88,694 68 5.8 
—_—_——_—_—_——- —- | Paducah. 
Net earnings.......... $759,453 08 $866,178 41Dec.$106,725 33 12.3 
ear’gs per mile. 11,750 28 11,933 41 Dec, 18313 1.5 
Net se ede: as 3,764 33 4,327 21 Dec. 662 88 13.1 
Per cent. of expenses. . 63.47 59.56 Inc. 3.91 66 
Pp nt of expenses 
‘end taxes eeeee a eveee 67.96 63.74 Inc. 4.22 6.6 


of the road was covered by a separate mortgage, and 
was sold separately from the main line from Elizabethtown to 
e Louisville & Nashville will use its newly acquired 
line as a second track from the junction to Louisville, and will 
probably send most of its through freight that way, as the 
es are lighter than those of its own line. The terms of the 
nefer are not stated, but it is understood that the Louisville 

& Nashville agrees to give the original line of the Louisville, 
Paducah & Southwestern full facilities for all its Louisville 


ness, 

The Louisville Extension is 46 miles long, from Cecilian 
Junction, Ky. to ille. It does not connect directly with 
the Louisville & Nashville, being separated from it by about 
six miles of road, the use of which, however, it could probably 
secure without difficulty. The extension, at the foreclosure 
sale last August, was bought by trustees for the bondholders 
for $540,000. e city of Louisville aided targely in its con- 
struction, subscribing $1,000,000 city bonds in aid of it, the 
chief argument used in its favor at the time being tat it 
would give the city a second and competing route southward. 





i ati Southern. 
Ojpeinpati Kor pers. Company had just completed the false- 
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works for erecting the channel of the bridge over the Ohio 
River when, on Dec. 11, the ice in the river broke and carried 
the whole structure away. All the iron had been previously 
remov however, the crib and most of the timber 
ont a four | ry we ne teitoe bly vere saved 
and trans; 80 proba not exceed 
two or 7 te heen dollars. 


Toledo, Wabash & Western. 
The holders of the equipment bonds have begun suit in the 


New York Supreme Court to compel the company and the pur- 
chasers of the road to r right to receive consoli- 
dated bonds in exchange the = bonds which they 
now have. The case was to be h . 20. 

Long Island. 

This re sn has made a general reduction in pesenaee 
fares from New York to stations on its own line and to moaj of 
those on its leased lines, 

St. Louis, Iron Mountain & Southeyn, 

The Rogers Locomotive Works is 


my this com in the 
New York Supreme Court to recover $47,250, Sepenciction in 


value of nine locomotives built for the road and not taken by 
the company. It is claimed that the company is responsible 
for the diflerence between the contract price and that at which 
the engines were finally sold. The defence is that the engines 
were not ordered by the present company, but by the C & 
Fulton prior to the consolidation. 
Philadelphia & Beading. 

The Philadelphia Ledger states that this company has made 
an arrangement with the Pennsylvania to haul coal for it from 


Richmond Junction in-Philadelphia to South Amboy while the 
a cy to the Port Richmond wharves is obstruc ice. 
‘AY the Reading’s coal intended for the New York market will 
be sent this way during the winter. 
Grand Trunk. 

A selegnins from Montreal says that General Manager Hick- 
son has issued a circular stating that, in consequence of dimin- 


ished business, a reduction of about 20 per cent. in freight 
train service will be made Dec. 28, with a corresponding re- 
duction in the number of train employes. 

Ohio & Mississippi. 

Mr. Daniel Torrance, late President and now Receiver, has 
issued the following circular to the bond and stockholders : 

‘It is, I think, prover for me, as late President of your com- 
pany, to state what in my judgment are the causes ot the re- 
cent financial collapse @ company. 

“They date long back. Two grave errors were made some 
years since, from which the company has never recovered, and 
which, attended and supplemented by yee ne dey a 
and unprofitable rates of competitive traffic, have finally 
brought the company down. These two errors were the con- 
struction of the sville Branch | a the change of gauge. 
The Seance ae come far — oO vm romapapeer ip: § in ~ it 
ever earne erest, charges expenses ; and the change 

it ty, did not incr 


of gauge, while a ———— ease the earn- 
ings of the road, Meantime the ed debt of the company 
was nearly doubled, 


“Tt has been shown in the annual seats of the company, 

and lately in that of the fiscal year ended 30th June last, that 

the company was a large and increased floating debt. 

Nevertheless, up to that time and 1st July following, the in- 

terest and si: -fund obligations of the omgen were regu- 
a 


larly paid at eg Thencetorward ensu rge 
oft in net yey though tonnage hauled largely increased, 
and in the four following months ending Oct. 31 the average 


monthly net earnings decreased nearly 50 per cent. compared 
with the average of the preceding six months. This frightful 
sudden decline, the injured credit of the company, and the 
pressure of heavy call loans, furced the management, after due 
and serious consideration, to co-operate with certain mortgage 
bondholders—whose cou me hag Seer unpaid—and other cred- 
itors of the company, and ob through the Courts the ap- 
pointment of Receivers of the properties of the company, for 
the safety of all interests involved, 

“The properties are now under the protection of the Court, 
and it is believed that the breathing spell afforded by that pro- 
tection will enable the company to recover itself and satisfy 
all just claims at no distant date.” 

he Committee of Safety, appointed at a meeting of bond- 
holders in New York, has issued a circular setting forth the 
appointment of Receivers and the circumstances attending it. 

e committee —_ that the statements of the last report of 
the company as to the condition of its affairs were untrue and 
that the road in be bs condition. They state also that they 
are informed that the January coupons on the first-mortgage 
bonds will not be paid, They regard the present position of 
affairs as very unsatisfactory and urge bondholders to joinin a 
petition for the removal of the present Receivers and the a 
pointment of a suitable person in their place. Mr. W. D. Gris- 
— of St. Louis, is mentioned as b a good man for the 

sition, 

“ meeting of the bondholders was held in Baltimore, Dec. 
16, but was not largely attended and no action was taken. , 
Western Union Telegraph. 

This company’s statement for the quarter ending Dec. 31 is 
as follows, net earnings for December being estimated : 
Surplus, O6b. 1.2.0. ccccccccccccecccces $101,045 15 


Fone nem eee eeenne 


Net earnings for the quarter.......... eeerece eccee 








181,878 04 


BUPPIUB. sc cccccseccccsccccccccscoccsccccocccece + $827,724 05 


Out of this a dividend of 1% per cent. is to be paid, which will 
require $507,129, leaving an estimated surplus of $320,595.05. 


Missouri & Western. 


_ This road, formerly the Memphis, Carthage & Northwestern, 
is now completed to Pewee, Kan., 8 miles westward from the 
late terminus at Brownsville, and 75 miles west by north from 
the junction with the Atlantic & Pacific at Pierce City, Mo. At 
Oswego it connects with the Missouri, Kansas & Texas. 


Lake Erie, Alliance & Wheeling. 

The track of this road is now laid to Palmyra, O., 14 miles 
northward from Alliance, and work is progressin, steadily. 
Trains will be put on bevween Alliance and Palmyra soon. 


Wilmington & Reading. 
It is reported that the purchasers of this road at the fore- 
closure sale are negotiating for a lease of the road to the Phila- 


delphia & Company, and that such a lease will be 
completed as soon as a new company is organized. 


Covington, Flemings & Pound Gap. 

This company has asked the rey Oy Covington, Ky., to give 
it right of way and depot the city and to subscribe 
$200,000 in aid of its construction, and offers in return to com- 


plete the line from Co m to Green, about 110 miles, 
in three years from July 1, 1877. 


Valley, of Virginia. 
Ata meeting of the board in Baltimore, Dec. 13, it was an- 








nounced that the Shenandoah Valley Company had ven notice 
of the termination ef its lease of the completed of. the 


road and that the lease would expire Jan. 1, 1877. A proposi- 
tion was received from the National Security Coal, Iron & Im- 
provement Company, of Pittsburgh, to lease the road for 50 

ears at a fixed annual rental, and to complete the line from 

taunton, Va., to Salem, taking pay for the work in bonds of 
the Valley Company at 85. me modifications of this pro- 
posed lease were muggerted but not agreed to, and it was post- 
er for the present. An offer of a new lease was then made 

y the Shenandoah Valley Company and rejected, and the 
board adjourned without deciding anything. 


Iowa, Minnesota & North Pacific. 

The Davenport (Ia.) Gazelle says that the track is laid and 
trains are running on the section of this road from Monroe, Ia. 
on the Keokuk & Des Moines road, northward to Newton on 


the Chicago, Rock Island & Pacific. This section is about 13 
miles long. 


Keokuk & Des Moines, 


In the division of the property of the old Des Moines Valley 
Company, the bridge over the Des Moines River at Des Moines 
went to the Des Moines & Fort Dodge hen ye The Keokuk 
& Des Moines Company uses the bridge, and complains that it 
has not ay been obliged to papa heavy rent therefor, but 
that the bri fe was not Eept in proper repair. It proposes ac- 
cordingly to build a new iron bridge for its own use, and also a 
new and convenient depot in Des Moines, and has asked the 
city for authority to make the necessary changes in its line 
through the city. 


New Jersey Southern. 


The suit for foreclosure of the first mortgage was before the 
Chancellor of New Jersey last week, when argument was heard 
on a number of intervening petitions, These include a claim 
of the State of New Jersey for unpaid taxes; one of A. P. Ber- 
thoud & Co. for $50,000 for work and materials on the docks at 
Sandy Hook; one of the employes of the road, represented by 
trustees, for unpaid wages, and one of the Lehigh Car Manu- 
facturing Company for cars furnished to the road. 

Lake Superior & Mississippi. 

In 1869 this company entered into a contract whereby it 
agreed to give the Erie & Western Transportation Company all 
its lake freights and passenger business for 20 years, in con- 
sideration of which that company established steamboat lines 
to Duluth and furnished facilities for doing the business. Sub- 
sequently Dr. J. H. Stewart, a stockholder, brought suit to 
have this contract declared invalid and set aside. The case has 
been tried several times, and last week the Minnesota Supreme 
Court gave » “nal decision sustaining the contract. 


Brantford, Nor’olk & Port Burwell. 

This road, which was recently completed from Tilsonburg, 
Ont., to Brantford, 33 miles, is now worked by the Canada 
Southern under a temporary agreement. It is said that the 
Southern has offered to make a permanent lease, paying 20 per 
cent. of the gross earnings as rental, but the Grand Trunk has 
also made an offer to lease the road and both propositions are 
under consideration, 


Hudson Tunnel Railroad. 

After several days’ session and hearing of argument and tes- 
timony, the commissioners have resolved to award the Dela- 
ware, Lackawanna & Western ery! $23,343, and the Jersey 
Shore Improvement Company $3,993 for lands to be taken by 
this company. The Tunnel Company will appeal to the Court, 
holding the damages awarded to be excessive, as it claims 
— the building of the tunnel will not injure the lands on the 
surface. 


Milton & Huron. 


A section of this road is now completed from Milton, Ont., 
southeast to Bronte on the Toronto Branch of the Great West- 
ern. It is about 12 miles long. 


International & Great Northern. 

The Western Division was completed to the depot in Austin, 
Texas, Dec. 16, which is two miles beyond the late terminus at 
Austin Summit, and 178 miles southwest from the junction 
with the main line at Palestine, 


Toledo, Wabash & Western. 

In the suit brought by the Railroad Commission against this 
company in the Lilinois Circuit Court at Jacksonville, for vio- 
lation of the railroad law by discrimination and exorbitant 
rates, judgment was given against the road Dec. 17, the jury 
— the damages at $1,250. An appeal will be taken to the 

upreme Court. 
Meetings. 

The following companies will hold meetings at the times and 
places given : 

Philadelphia & Reading, annual, at the office, No. 227 South 
Fourth street, Philadelphia, Jan. 8, at noon. 

Boston & Lowell, annual, at the passenger station on Cause- 
oe ' street, Boston, Jan. 3, at 10:30 a. m. 

onnecticut River, annual, at the office in Springfield, Mass., 
Jan. 17, at noon. 
Dividends. 

Dividends have been declared by the following companies: 

Chicago, Rock Island & Pacific, 2 per cent., quarterly, pay- 
able Feb. 1. 

Philadelphia, Wilmington & Baltimore, 4 per cent., semi- 


94] annual, payable Jan. 2. 


Connecticut River, 4 per cent., semi-annual, payable Jan. 1. 


Pennsylvania. 

The Philadelphia Ledger says: “We understand that the 
Pennsylvania Railroad Company, in net cash receipts for the 
year 1876 (estimating the month of December), is at least one 
and a quarter million of dollars in excess of the net cash re- 
ceipts in 1875. We see it stated that the officers of the com- 

any have been engaged since the close of the Centennial Ex- 

bition in endeavoring to ascertain their business on the great 
six months’ transportation campaign. It is estimated that 
the entire number gee sap carried during these six 
months exceeds 3,500,000, and to accommodate this multitude 
22,542 trains, composed of 144,264 cars, were dispatched,” 


The Fast Mail Trains. 


The new fast mail arrangements are made, not by running 
eens trains as before, but simply by putting postal cars on 

é fastest and most convenient existing trains. From New 
York by the Pennsylvania, postal cars tor St. Louis are attached 
to the express trains leaving at 8:30 a. m. and 6 p. m., and for 
Washington, to the newspaper train, which leaves at 4:30 a. 
m. With regard to tle last-named train there appears to have 
been a misunderstanding, and the New York post office charges 
that an unnecessary delay is made between the time of receiv- 
ing the mail and starting the train, and hints that this is done 
in order to keep the business of carrying the newspapers for 
the Adams Express Company, which has had it since the for- 
mer fast mail was withdrawn. The arrangement will work 
more smoothly, however, after a short experience. 
Detroit, Lansing & Lake Michigan. 

This road was sold in Detroit, Mich., Dec. 14, under a de- 
eree of foreclosure and was bought by J. O. Shattuck and J. L. 
Stackpole, who represent the bondholders and who paid $50,- 
000 for the main line and $10,000 for the Stanton Branch. The 
sale included the main line from Detroit to Howard, 164 miles, 
with branches from Kiddville to Belden, 2 miles, and from 





Tonia to Stanton,.23 miles, and was made subject to the old 





Ionia & Lansiog first mortgage for $770,000. The purchasers 
will atonce organize a new company to be known as the 
Detroit, Lansing & Northern, which will issue new first mort- 
gage bonds for one-half the amount of the old, preferred stock 
or the remaining half, and common stock for the accrued 
coupons and for the old second-mortgage bonds. Besides the 
$770,000 Ionia & Lansing bonds which remain, there are about 
$3,800,000 first-mortgage and $1,400,000 second-mortgage 
mds. 


Oleveland & Southeastern Mineral. 

A company proposes to construct a narrow-gauge railroad 
from Cleveland by the old canal bed southward to the vicinity 
of Weymouth, in Medina County, thence south in the valley of 
the Styx to its mouth at Milton ; thence over level rd to 
the Kilbuck valley to Wooster and Millersburg, and thence to 
Coghocton and the Hocking valley. The line reaches the coal 
bed at Wadsworth, said to be the nearest coal to Cleveland, 
and it is recommended chiefly as a coal carrier. The company 
asks for subscriptions of the right of way and $300,000 from the 
country along the line, for which it promises to complete the 
line to Coshocton next season. 


Southern Railway & Steamship Association. 

A meeting was held in Atlanta, Ga., Dec. 14, pursuant to ad- 
journment, and continued on the following day. The commit- 
tee on differences relating to balances due made a report, 
which was adopted, and the debtor companies agreed to pay 
as required by the report. It was voted that the association, 
which expires by limitation Dec, 31, should be continued for a 


year, until Dec. 31, 1877. The association adjourned until Feb. 
ie when officers will be chosen. : 
Erie. 


Receiver Jewett has received authority from the court to pay 
the back interest due on the fifth-mortgage bonds. 


Auction Sales of Railroad Securities. 

In New York, Oct. 20, at auction, New Haven & Derby first- 
mortgage bonds brought 10444 ; St. Louis & St. Joseph stock, 
10; Toledo, Wabash & Western preferred stock, 4; common 
stock, 8% ; Chicago, Danville & Vincennes, first-mortgage Illi- 
nois Division, 40; first-mortgage Indiana Division, 10 to 13; 
convertible bonds, 1 to 2: certificates of indebtedness, 30 to 67. 
Oincinnati & Terre Haute. 

The foreclosure sale of this road is announced to take place 
in Terre Haute, Ind., Jan. 81. Notice is also given that bond- 
holders must present their claims for allowance to John D. 
Howland, Master appointed by the United States Circuit Court, 
at his office in Terre Haute, Ind., Jan. 23. 


Lehigh Valley. 


It is said that this company and the New Jersey Central are 
negotiating for a division of passenger business on their Penn- 
sylvania lines, which are parallel and close together. Such an 
arrangement would admit of a great reduction in train service 
on both roads. It is said that the proposed arrangement in- 
cludes the transfer of all the through New York passenger 
business to the Central at Easton. ' 


Atlanta & Richmond Air Line. 

The purchasing committee, which bought this road for ac- 
count of the bondholders, is composed of Moses Taylor, B. R. 
McAlpin, A. P. Irvine, H. W. Sibley, L. Tuckerman, Ku ene 
Kelly, Wm. H. Fogg, H. ©. Hardy and Skipwith Wilmer. is 
committee represents $4,178,000 out of $4,248,000 first-mortgage 
bonds outstanding. It is proposed to organize a new company 
ait once, 


Qhicago & Paducah. 

Several English parties have lately been inspecting this road 
and have, it is reportéd, agreed to advance the money required 
to build the proposed extension from Strawn to Chicago. This 
is not probable. 


Atlantic & Pacific Telegraph. 

This company, or parties in its interest, have organized a 
corporation in Indiana with a view to condemning the right of 
way for a telegraph line from Cincinnati to Louisville. 

Union Pacific. 

The Council Bluffs (Ia.) Nonpareil says that in consequence 
of the decision establishing Council Bluffs. as the terminus of 
this road, the company has ny ared plans for a large and con- 
venient passenger depot to be built there. It is also proposed 


to build extensive stock yards and provide other termina] facili- 
ties. 


Richmond, Fredericksburg & Potomac. 

At the adjoured meeting in Richmond, Dec. 13, it was voted 
to adopt the annual report, with the suggestion that the board 
endeavor to arrange for a close connection and equitable rates 
with connecting lines both north and south ; also that, to main- 
tain the river connection between Quantico and Washington 
the company purchase a steamer to be run under its own con- 
trol and management. The termination of the contract with 
the Potomac Steamboat Company was approved. 


Richmond & Danville. 


This company has recently fitted up its passenger equipment 
with the Westinghouse air brake. 


Mount Airy. 

This company has contracted with Maj. R. A. Atkinson to 
make a survey and location of its proposed line from Mount 
Airy,in Surry County, N. C., east by south to Greensboro, a 
distance of about 60 miles. It 1s to be a narrow-gauge road. 


Qumberland Valley. 

A vote is to be taken in Berkeley County, W. Va., on the 
question of subscribing $75,000 in aid of an extension of this 
company’s leased Martinsburg & Potomac road from Martins- 
burg to the Jefferson County line. 


Oolumbus & Mineral Valley. 

Bids for the construction of this road will be received vntil 
Jan. 10, 1877, and may be made for grading one or more sections 
or the whole road, or for the road complete, inciuding track and 
buildings. Maps, profiles and estimates can be seen and all 
necessary information obtained at the office of John M. Pugh, 
President of the company, in Columbus, Ohio, 

Duck River Valley. 

The work of laying track on this road was begun at Colum- 
bia, Tenn., Dec. 12. It is intended to put down the rails to 
Lewisburg, 20 miles from Columbia. The road is of 3 ft. gauge. 
Omaha & Republican Valley. 

The grading of this roai is now completed to Wahoo, Neb., 
18 miles southward from the junction with the Union Pacific at 
Valley Station, and the track is laid for 10 miles of the dis- 
tance. It is expected that trains will run to Wahoo this month. 
Ohicago, Burlington & Quincy. 

At the — meeting held in Chicago Dec. 11, a majority 
of the stock was represented and voted to approve the action 


of the board in purchasing the St. Louis, Rock Island & Chi- 
cago Railroad. 


New York Oentral & Hudson River. 

The new grain elevator in New York is completed and realy 
for business. It is situated on the North River, at Sixtie 
street ; the building is of brick, 352 by 100 feet in size, has 296 
bins with a storage capacity of 1,500,000 bushels, and can 
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handle 65,000 bushels per hour. It is built and equi ina 
very complete manner and the motive power is furnished by an 
engine of 500 horse-power. The main driving belt, which was 
made by the New York Belting & angen, is of rub- 
ber, 48 inches wide and 330 feet long. ere is also a tower 
ae ga on the river front for trans'erring grain from canal 


. The elevator will be » Whitney, 
Rochester. as lessee. manages by Whitney, of 


Ohicago & Southwestern. 


In the United States Circuit Court at Chicago>Dec. 12, a bill 
was filed by E. M. Reynolds, of Iowa, and Peter C. A. M. Van 
Weel, of Holland, against Frederick Winston, J. W.D and 
George C. Campbell. The plaintiffs are holders of bonds se- 
cured by mortgage on the Atchison Branch of the Chi & 
Southwestern, and the defendants are former officers of that 
company. The bill is very long, setting forth the history of 
the company, the construction of the road and the lease to the 
Rock Island Company, and claims that the plaintiffs: bonds 
have, by the foreclosure and sale of the main line, been de- 
prived of all security. Itis asked that the defendants be com- 
pelled to account for their expenditures in the construction of 
the road, and generally, that a full accounting and examina- 
tion of the company’s affairs may be had. 


Brattleboro & Lake Champlain. 


© surveys for this projected road are nearly completed, and 
the engineers say that they have found a line which will have 
no grades over 100 feet to the mile and will not be very expen- 
sive to build, with the exception of six miles out of White Hall, 
N. Y., the western terminus. The line follows West River from 
Brattleboro, Vt., to Winhall, and, passing the Green Mountain 
summit, runs down Pawlet River teen haves! to White Hall. 
A meeting to organize the company is to be called soon. 


Pemberton & New York. 


The Pennsylvania Railroad Company, which holds a consider- 
able amount of the bonds of this com ny, a8 lesseeof the 
United New Jersey roads, has made application to the Chancel- 
lor of New Jersey for a foreclosure and the appointment of a re- 
ceiver, interest on the bonds being im default. The road is 18 
miles long, from Whiting’s, N. J., to Pemberton Junction, and 
was built in the interest of the New Jersey Southern,which guar- 
anteed the bonds and has worked the road since its completion. 


Manchester & Ashburnham. 


At an adjourned meeting held in Manchester, N. H., Dec. 13, 
a number of delegates were present and liberal offers of assist- 
ance in the building of the road were made. It was resolved 
to “—— the company at once, as the charter will expire 
Dec. 31, unless action is taken. 


Washington Oity, Virginia Midland & Great Southern. 

Notice is given that Mr. H. Shepperd, Special Master, under 
an order in the case of Graham against this company, in the 
Virginia Circuit Court, will proceed, at his office in Alexandria, 
Va., Jan. 3, to take account : 1. Of all liens against the propert 
of said company created by mortgage, deed or judgment, an 
of interest due and unpaid on the same. 

2. Of all debts not secured by lien, including especially wages 
due prior to June 1, 1876, and bills for supplies furnished prior 
to the same date. 

All parties having claims against the cémpany are required 
to present them at the time and place named above, with the 
evidence necessary to establish them. 





Train Accidents in November. 


On the morning of the 1st a passenger train on the Cairo & 
St. Louis road ran off the track near Red Bud, Ill., blocking the 
road some time. 

On the afternoon of the Ist a passenger train on the South 
Shore Railroad ran over a misplaced switch and into the rear 
of a freight which was standing on a siding: at East Braintree, 
Mass. The aoe and several cars were damaged, a brake- 
man fatally and the fireman less severely hurt. 

On the afternoon of the Ist there was a butting collision be- 
tween a west-bound passenger and an east-bound freight train 
on the Union Pacific road, near Fremont, Neb. Both engines 
were badly broken and the passenger engineman badly hurt. 

On the night of the Ist, as an express train on the North 
Pennsylvania road, was passing Centre Valley, Pa., an axle 
broke under a pemeas car and that car and three a 
coaches were thrown from the track and badly broken. Two 
trainmen were killed and 1z passengers hurt, and the road was 
blocked several hours. 

Early on the morning of the 2d the engine and several cars 
ofa freight train on the Chicago. Rock Island & Pacific road 
were thrown from the track by a misplaced switch at Altoona, 
Ia. The engine upset and was badly damaged. 

On the morning of the 2d a local passenger train on the 
Pennsylvania Ratlroad ran into two cars which had broken 
loose from a preceding freight train near Linden, N.J. The 
freight cars were wrecked, the engine thrown from the track 
and upset and a passenger car badly broken, blocking the track 
two hours. A drover in the caboose was killed, a tramp steal- 
ing a ride was buried under the wreck and badly hurt, the fire- 
man and five passengers slightly injured. 

On the evening of the 2d the engine and six cars of a freight 
train on the Connecticut pager, Mar ony were thrown from the 
track by a misplaced switch at Rocky Hill, Conn., blocking the 
road two hours. 

On the night of the 2d, five cars of a freight train on the 
Chicago & Iowa road were thrown from the track at Daysville, 
Ill., blocking the road several hours. 

Very early on the morning of the 3d, the engine of a freight 
train on the Baltimore & Ohio road ran off the track on a tres- 
tle bridge near Roseby’s Rock, W. Va., and fell 40 feet to the 
ground and was completely wrecked. Four cars also left the 
track, three of them falling to the ground, while the fourth 
remained on the bridge. e engineman and fireman were 
fatally and two others less severely hurt. The accident is 
thought to have been caused by the spreading of the rails. 

On the 3d, a construstion train on the Cincinnati Southern 
road ran off the track near Danville, Ky., damaging the engine 
and injuring the engineman. 

On the 3d, there was a rear collision between a Pittsburgh, 
Cincinnati & St. Louis and a Jeffersonville, Madison & Indian- 
apolis switching train on the Union depot tracks in Indianap- 
oe. by which two cars were wrecked. 

On the 8d, a Kansas City, St. Joseph & Council Bluffs train 
backed into a Chicago & Northwestern freight train in the 
yard at Council Bluffs, Ia., damaging the Northwestern en- 

ne. 

On the morning of the 4th, on the Louisville, Cincinnati & 
Lexington road, near Pewee Valley, Ky., there was a buttin 
collision between an express train and a wild engine, by whic 
both engines were wrecked and the baggage car damaged. 
Both enginemen and one fireman were killed, the other fireman 
and an express messenger hurt. The wild engine should have 
waited at Pewee Valley, but the engineman mi-understood his 
orders and thought he could run to the next station. 

On the morning of the 4th an express train on the Vermont 
& Canada road ran over a misp switch at East Swanton, 
Vt., and the engine and baggage car were thrown from the 
track and badly broken. 

On the evening of the 4th an express train on the Pennsylva- 
nia Railroad struck the rear car of an excursion train which 
was left standing too close to the main track when the train 
went upon a siding at Elizabeth, N. J., for the express te pass. 

The car was badly damaged. 


& Maneden there was a but collision between apes 
ona and a freight train by which engines were ° 
aged and an e' eman and fireman 

On the night of,the 4th a sleeping coach on the aemahie & 
Little Rock road ran off the track on a trestle near Edmond- 
son, Ark., and fell to the dragging another car after it. 
Both cars were piled up in a bad posaresgcs yp Ketel neta 
gers so that they died in a short time 17 088 86- 
reoely. The accident was caused by the breaking down of a 

ck. 

a on the morning of the 5th, on the New Orleans, St, 
Louis & Chicago road, near West, Miss., there was a ae | 
collision between a passenger anda freight train, by which bo 
—— were wrecked. 

ery early on the morning of the 5th a freight train on the 
Ohio & Mississippi road was thrown from the track near Mont- 
gomery, Ind., bloc’ the road five hours. 

On the night of the 5th a freight train on the Ohio & Missis- 
sippi road struck’a broken rail near Poston, Ind., and eleven 
cars were thrown frem the track, some of them being dam- 
aged. The road was blocked several hours. 

On the evening of the 6th, near Dover, N. C., on the Atlantic 
& North Carolina road, there was a butting collision between a 
omer train and a wild nines by which both e en were 


On the afternoon of the 4th, near Shoals, Ind., on the Ohio 
killed. 


amaged, the er engineman killed and both firemen 
hurt. It is said that the collision was the result of careless- 


f ’s time, and 
neither engine having a head-light ligh although it was 
dark at the time. 

On the evening of the 6th an extra freight train on the Erie 
Railway ran over an ox which had strayed upon the track 
near Summit, Pa., and the engine and ten cars were thrown 
from the tracks. The engineman was slightly hurt. 

On the morning of the 7th the engine and several cars of an 
express train on the Cincinnati, Hamilton & Indianapolis road 
— wy from the — * ee Ind., by a ovis 
which had been purposely m © engine was 
broken, the engineman slightly and the fireman suena burt 

On the 7th a freight train on the New York Central & Hud- 
son River road was sto} suddenly to avoid a collision with a 
train which was sta’ on the track near Churchville, N. Y. 
A eprganin tape ran into the rear of the first train, wreck- 

0 


ness, the wild engine being on the peitontsd, sith 


ing s num cars and killing a brakeman. 
m the night of the 7th the engine of a ht train on the 
Cleveland, = li: Poy Cincinnati Indianapolis road ran off 


the track at Brighton, O. 
On the morning of the 8th a Burlin & Southwestern 

freight train ran off the track on the cago, Burlington & 

yey track, near Fort Madison, Ia. cars went into the 
itch and were wrecked. 

On the patting of the 8th a passenger train on the White- 
water Valley road ran into some freight cars which were stand- 
ing on the Ohio & Mississippi track at the crossing of the two 
roads in Sedameville, O. freight car was wrecked and an 
engine damaged. ‘ 

On the morning of the 8th a mixed train on the Fredericton 
Railroad ran into a wash-out near Glasier’s, N. B., and two cars 
were thrown into a ditch and wrecked. 

On the 8tb a train on the New Brunswick & Canada road ran 
into a wash-out near Watt Junction, N. B.: The engine and 
tender were badly broken, and a snow-plow, which was at- 
tached to the rear of the train, ran into and wrecked the rear 
end of the last car. 

On the 8th a freight train on the Baltimore & Ohio road ran 
into the rear of a preceding freight which had sto near 
Woodbine, Md., the engine having broken down. engine 
was badly damaged and a caboose wrecked and afterwards 
burned up. 

On the 8th an express train on the Chicago, Rock Island & 
Pacific road ran into a drove of cattle near Joliet, Ill., and sev- 
eral cara were thrown from the track. 

On the evening of the 8th a passenger train on the North 
Pennsylvania Railroad struck a horse which had strayed upon 
the track near Jenkintown, Pa. The engine was thrown from 
the track and rolled down a bank, breaking itself badly, killing 
the engineman and fireman. 

On the night of the 8th a special train on the Jacksonville, 
Pensacola & Mobile road was thrown from the track by some 
obstruction put upon it near Tallahassee, Fla. 

Very early, on the morning cf the 9th, as a passenger train on 
the Hannibal & St. Joseph road was over a switch at 
Yellow Creek bridge, near Brookfield, Mo., the switch rod broke 
and the four rear cars were thrown from the track and dragged 
over the ties to the bridge, when the first car broke loose and 
went down a bank 30 feet high, rolling over several times. 
The car was completely wrecked, the roof being torn off, and 
the other cars were upset. Twelve passengers were badly and 
21 slightly hurt. 

On the 9th acoal train on the Syracuse, Binghamton & 
New York road ran into the rear of a preceding coal train in 
Syracuse, N. Y., damaging the engine and wrecking ten coal 
cars. 

On the evening of the 9th as a ht train on the New 
York Central & Hudson River was bac into the yard at Al- 
bany, N. Y., it struck a flat car which was standing on the track 
and severa] cars were badly Sammeges. 

Early on the morning of the 10th a wild engine on the Boston 
& Albany road ran into the rear ofa freight train near East 
po pn N. Y., wrecking the caboose and damaging three 
other cars. 

On the morning of the 10th the engine of a train on the Erie 
Railway was thrown from the track near Canisteo, N. Y., by 
misplaced switch. 

On the morning of the 10th the two rear cars of a freight 
train on the Rutland Railroad were from the track 
near Brandon, Vt., by a broken rail. Both cars were thrown 
down the bank and somewhat damaged. 

On the 10th three cars of a train on the Connecticut Valley 
road were thrown from the track near Rocky Hill, Conn., by the 
spreading of the rails. 

On the night of the 10th as a work train on the New York 
Central & Hudson River road was backing Ly a siding at 
Lockport, N. Y., the brakes failed to hold, and two cars went 
off the end of a siding, ran into a bank and were badly broken. 
A brakeman was hurt. 

On the morning of the 11th a freight train on the New York 
& New England road was thrown from the track at Woonsocket 
R. 1., by a brake-beam falling on the track. Five cars went 
into the ditch and were badly broken. 

On the 11th a mail train on the Seaboard & Roanoke road 
ran into the rear of a construction train near Suffolk, Va., 
wrecking the engine and several cars, injuring the engineman 
and three others. 

On the 11th, near Boynton, Pa., on the Tyrone & Clearfield 
Branch of the Pennsylvania thore was a butting col- 
lision between a coal and a ireiems train, by which both en- 

ines and several cars were y broken and four trainmen 
mrt,..... 

= ag evening of ae YS _ = Cantrell Roteeed 
of New Jersey was entering the depot ai ity, N.J., 
which is built partly upen a pier, it was found that the vacuum 
brakes were out of order and would not work, and the engineer 
was unable to stop the train, which ran off the end of the track 
across @ paved space beyond, through the t offices and 
into the Hudson River. The engine and er went down 
into the water, the baggage car stood upon one end, which 
rested on the engine, and the smoking car was piled on the 
upper end of the age car, the ane and two carr being | 
y broken and the depot offices much damaged. 





gipemen jumped and was badly hurt and two passengers were 


ig tly js apy 

ery early on the ape | of the 12th a car in a freight train 
on the Mobile & Ohio caught fire near Meridian, Miss., 
and four flat cars loaded with cotton were destroyed. 

On the morning of the 12th an express train on the Lake 
Shore & Michigan Southern road ran into the rear of a balla-t 
train near Englew t., iomaging the gngine, wrecking 
several ballast cars an injuring the engineman and fireman. 

On the morning of the a coal train on the Central Rail- 

road of New Jersey was thrown from the track by a misplaced 
switch at Raritan, N. J. The engine was damaged and 20 coal 
cars wrecked. 
On the night of the 13th the engine of a freight train on the 
Chicago, Burlington & Quiacy road was thrown from the track 
in the yard at Aurora, Ill., by a switch which bad been pur- 
posely misplaced. 

Early on the morning of the 14th, as a freight train on the 
Philadelphia, Wilmington & Baitimore road was near my ot 
moor, Del., an axle broke under a coal car and the eight fol- 
lowing cars were piled up on it and badly broken, obstructing 
both tracks for some time. 

Near noon on the 14th, as a freight tram on the Carolina 
Central road was crossing a trestle bridge over Hitchcock's 
Creek, near Rockingham, N. C., the bridge gave way, and 11 
cars went down into the creek and were badly wrecked. 

On the 14th three cars of a passenger train on the New Or- 
leans, St. Louis & Chicago road were thrown from the track 
near Canton, Miss. 

On the afternoon of the 14th a local passenger train on the 
Pennsylvania Railread run into some cars which had broken 
loose from a preceding freight train near Menlo Park, N. J. 
The engine was damaged, the caboose wrecked, the conductor 
and a passenger —< The operator at the last signal sta- 
tion had signalled the line clear, not knowing that the freight 
had left cars behind, and not waiting to see the caboose pass. 

On the 15th a local train on the Pittsburgh, Cincinnati & St. 
Louis road ran into the rear of a construction train in the tunnel 
at Cork Run, Pa., damaging the engine, wrecking two coal cars, 
which were thrown over on the opposite track, and injuring 
three train men slightly. 

A few minutes after a freight train came up on the opposite 
track and ran into the wrecked coal cars, wo of the freight 
cars were somewhat damaged. Jt is said that the local coal 
train had no right to the track at the time. 

On the 15th as a trainen the Pensacola & Louisville road 
was about 17 miles from Pensacola, Fla., the crown sheet of 
the fire-box gave way and the force of the explosion lifted the 
engine from the track and threw it over on its side. The en- 

ine was badly damaged, the engineman, fireman and another 

lly scalded and the conductor slightly hurt. 

On the 15th, the engine of a train on ‘he Missouri River, Fort 
Scott & Gulf road was thrown from the track by a misplaced 
switch near Kansas City, Mo., and upset, injuring the engine-* 
man, 


Late on the night of the 16th a freight train on the Chicago 
& Towa road ran off the track near Hinckley,-Dl., and five cars 
were upset and badly broken, blocking the track six hours. « 

On the morning of the 17th an express train on the St. Louis, 
Iron Mountain & Southern road struck a broken rail near Mal- 
vern, Ark., and three cars were thrown from the track and 
down a low bank. The cars were badly broken and some 20 
passengers were bruised and slightly hurt. 

On the afternoon of the 17th a long freight train on the Bos- 
ton & Maine road, drawn by two engines, ran over a misplaced 
switch and into some cars which were standing on a siding at 
Ballardvale, Mass. Both engines and 15 cars were wrecked, 
the engineman and fireman of the second engine killed and 
three brakemen burt. The wreck caught fire, but was put out 
after two cars had been burned up. 

On the night of the 17th an express train on the Ohio & Mis- 
sissippi road ran over a misplaced switch and into the rear of 
a freight train which was standing on a siding at Sparksaville 
Ind. The engine of the express and the caboose and severa 
cars of the freight were wrecked and two brakemen killed. 

On the morning of the 18th a passenger train on the South- 
western Division of the Chicago, Rock Island & Pacific road ran 
into the rear of a freight train which was standing on the main 
track at Beverly, Mo., damaging two cars, 

On the morning of the 18th asa loc») freight train on the Penn- 
sylvania Railroad was trying to send tome cars on a siding at 
the Wilmington & Reading crossing at Coatesville, Pa., the de- 
tached cars struck the tender, damaging it badly and injuring 
a brakeman. 

On the morning of the 18th a train on the Cairo & St. Louis 
road was thrown from the track by a misplaced switch near 
East St. Louis, Ill, The engineman was new to the road and 
did not know that he should have stopped before running over 
the switch at that point. 

On the 18th there was a collision between two freight trains 
on the Newburgh Branch of the Erie Railway by which several 
cars were wrecked, 

On the night of the 19th a passenger train on the Atlanta & 
Richmond Air Line ran off the track near Charlotte, N. C. 

On the morning of the 20th two cars of a freight train on the 
Cincinnati, Hamilton & Dayton road were thrown from the 
track by a brake beam which fell upon the rails. The track 
was blocked for an hour. 

On the 20th a freight train on the New York Central & Hud- 
son River broke in two near Fairport, N. Y., and the rear sec- 
tion afterwards ran into the forward one, wrecking several 
cars. 

On the 20th a mixed train on the Alabama & Chattanooga 
road was thrown from the track by the spreading of the rails 
near Wildwood, Ala. Two cars were wrecked and the conduct- 
or was hurt. 

On the evening of the 20th an express train on the Canada 
Southern road ran into the reas of a freight train which had 
stopped at Grand Trunk Junction, near Detroit, Mich., wreck- 

several cars, damaging the engine, inpecing the engineman 
severely and the fireman slightly. The freight conductor had 
sent back a signal which the passenger engineman failed to 
sce 


On the evening of the 20th a passenger train on the Cairo & 
St. Louis ran over a misplaced switch and into some cars 
that were standing on a siding at Hodges’ Park, near Cairo, 
lll. The engine and several cars were damaged, The switch 
is thought to have been purposely misplaced. 
Early on the morning of the 21st three cars of a freight train 
on the Grand Trunk Railway ran off the track near Napanee 
Ont., and after running across a bridge on the ties, turned 
and went down a high bank and were completely wrecked, 
Early on the morning of the 21st afreight train on the Cen- 
tral Pacific road broke in two near Gol@ Run, Ca)., and the 
rear section afterwards ran into the forward one, wrecking 
several cars and blocking the track five hours. 
On the afternoon of the 21st, as a freight train on the New 
York Central & Hudson River road was passing through the 
yard at East Rochester, N. Y.,an axle broke under a freight 
car and several cars were thrown from the track. 
Near midnight on the 21st five cars of a Toledo, Wabash & 
Western stock train were thrown from the track by a broken 
frog in the Chicago, Burlington & Quincy track, near Camp 
Point, Ill. The road was blocked 24% hours. 
On the night of the 22d the engine and baggage car of a pas- 
senger train on the Indianapolis & Vincennes road were 
thrown from the track near Worthington, Ind., by the break 
ing of a wheel. 
Near midmght on the 22d, as a passenger train on the In 





The en- dianapolis, Cincinnati & Lafayette road was approaching th. 
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ion depot in Indianapolis, a switchi tried to run 
net eee > sme con taal the rear car of 


the passenger. Both car and switching engine were badly 


a 

e afternoon of the 23d a train on the Or & Cali- 
fornia road ran off the track near Salem, Ore,zon, “caving the 
i ey a f the 24th, in a heavy snow storm, a freight 

the mo: of the * 

train on the New York Central & Hudson River road broke in 
two at Green’s Corners, Rome, N. Y. Another freight was fol- 
lowing Gate DEN the - _~ ¥ site Lg ry = on 
dr e pr a jus me 
aan hem om train, had, however, broken in two and 


as he stopped the detached cars struck the train in the rear 
and forced it forward against the other train, wrecking several 
cars, dama the engine and blocking the road some time. 


On the 24th five cars of a ballast train on the Intercolonial 


M 
Railway ran off the track near Shubenacadie, N. 8., and were 


badly broken. 4 

On the night of the 24th, on the Chienge, Burlington & 
Quincy road, near Otneenwn, 5, there was a butting collision 
between two freight trains, by which both 
cars were damaged. The accident is said to have been the 
fault of the cont 
bound train had the right to the track. 

Early on the morning of the 25th the engine and 11 cars of a 
freight train on the yo York Central & Hudson River road 
were thrown from the track near Castleton, N. Y., by a horse 
which had strayed on the track and had becn caught fast in a 
bridge, The sage upset in the mud and the track was 
blocked seven hours. 

On the 25th a construction train on the Chicago & Lake Hu- 
ron road ran into some stones which had fallen on the track 
near Beloit, Mich., and Oe, ee — as thrown from the 
track, killing one man an ng snother. 

On the monty ot the 26th, on the Pennsylvania Railroad, at 
Trenton, N. J., there was a collision between a coal and a 
freight train by which several cars were wrecked. 

Early on the morning of the 26th the baggage car of an ex- 

ress train on the Baltimore & Potomac r caught fire when 
he train was near Patuxent, Md., and was entirely destroyed, 
with most of its contents, including a trunk full of jewelry val- 
ned at $20,000. The fire is thought to have started from the 
On th ight of the 27th the engine and baggage car of an 

On the night of the e 
express ealn on the New Orleans, St. Louis icago road 
were thrown from the track by a ie of ties on the rails near 
Bolivar, Tenn. The same train encountered three similar 
obstacles within rf ~- Semeeiee. The fireman was fatally and 
the engineman 8 urt. 

enon the night of the 27th o + possenger train on the Cleve- 
land, Columbus, Cincinnati & Indianapolis road was thrown 
from the track bya misplaced switch near Dayton, O. The 
engine went etd a bank and was badly broken, scalding the 

»ngineman slightly. 
; Very = the morning of the 28th a car of a freight train 
on the Pennsylvania Railroad ran off the track at Snag Hollow, 
Pa., causing some delay of trains, 

Karly on the meee, of the 28th as a freight train on the 
Sonth Carolina Railroad was going up a e near Aiken, 8. 
C., with a pusher on the rear end, the train broke in two and 
the pusher seerweete drove the rear section into the forward 

damaging several cars. 
"On the a Sa of the 28th a car of a freight train on the In- 
dianapolis & St. Fouls road ran off the track at the Toledo, Wa- 
bash & Western crossing in Litchfield, Ill., blocking both roads 

r several hours. 

- On the 28th as a train on the Sandersville & Tennille road 
was epprosching Sandersville, Ga,, the engineman, for some 
reason, was unable to stop his engine and it ran off the end of 
the track and into a bank. ’ 

On the afternoon of the 28th as a local passenger train on the 
Intercolonial me we eae Egg N. 8., a driving wheel 

roke, dela C) some time. 

. On the pom of the 28th a train on the Intercolonial road 
struck a misplaced switch in Halifax, N.8., and was thrown 
from the track, blocking the road two hours, 

Early on the morning of the 29th, on the St. Louis, Kansas 

Jity & Northern road, near Huntsville, Mo., there was a col- 
lision between an extra freight and a construction train, by 
which some damage was done and the freight engineman 
killed. : 

"On the night of the 29th the engine, of an express train on 
the Delaware, Lackawanna & Wes road was thrown from 
the track by a pile of ties which had been put upon the rails 
near Clark’s Summit, Pa. 

On the night of the 30th the baggage car of an express train 
on the Erie Railway caught fire when the train was near Corn- 
ing, N. ¥. The car was destroyed, with a part of the baggage. 

This is a total of 96 accidents, whereby 23 persons were 
killed and 185injured. Fourteen accidents caused death, 20 
injury but not death, while 62, or 64.6 per cent. of the whole 
number caused no injury serious enough for record, 

These accidents may be classified as to their nature and 


uses as follows: . 


Butting collisions . 
Crossing collisions seve 
Unexplained. ....,...++ 





Spreading Of r@ils.....+sseececeeserecceseeeceereeeeseeeees eee 
Broken Axle. .....00cecsercccecccsccccccees . ec 
Broken rail........++- 
Malicious obstruction... 
Aania ta bstructi 











obstr eeee 
Running off end of riding. 


Wash-out.....ccececccscees 

Broke teuek.....ccccccsccccccccce cos coveccvcccccccs 

Broken switch rod........see++ 

Broken frog..... ecceesece pevepectocsonce ebeedeeeescoevcccees 

Broken wheel...... PPUTTITITIT CITT T TTT COREE SNTS ccc ccicns 

Broken bridge......++..+0++ decocccoee eccvceses Beesiv oseicdcce é 
Cars burned while running........... edneesseos peoedomesedeesgees ? 
Boller exploded. .....cccccccccccccscccccsccccvccccces Seccecescenee 
Broken = not causing derailment............+00+6 sonecegacs 1 

Total. .....++++ sone 96 


Six collisions wew caused by trains breaking in two, four by 
failure to give or receive orders correctly, three by misplaced 
switches, two by failure to use signals, and one each by care- 
lessness in putting cars on a siding and bya flying switch. 
Three switches are said to have been purposely misplaced. 
The broken bridge recorded was an ordinary wooden trestle 
bridge. There were 24 accidents resulting directly from defect 
or tailure of road or equipment. One case is said to have re- 
sulted from a failure of brakes to work when applied. 

As compared with November, 1875, there is an increase of 
nine accidents, a decrease of one in the number killed and an 
increase of 88 in that injured. 

Three malicious obstructions and three purposely misplaced 
switches make the considerable number of six cases of train. 


engines and several | A 
uctor of the west-bound train, as the east- Oo 


been held, and a resolution passed in favor of incorporation 


may held in consequence by Major Donelly has not yet been 
publis 
under cover and eighty-five acres in all. 


wrecking. Twelve accidents, three collisions and nine derail- 
ments, caused by switches carelessly left open make a very un- 
pleasant record, and indicate room for improvement in dis- 
cipline. Butting collisions are fewer in nymber than in Octo- 
ber, but there are a great many rear collisions, one-fourth of 
the whole number of accidents, and it must be admitted that 
this is an indication of too great carelessness in the handling 
of trains, and probably also in the use of signals. The number 
of persons injured is unusually large. 

For the year ending with November the record is as follows : 


No. of accidents. Killed, Injured, 
84 12 62 
8 20 

15 68 

30 95 

6 47 

13 116 

19 73 

17 69 

22 16 

41 133 

40 115 

23 135 

246 1,018 





The averages per day for the month were 3.20 accidents, 0.77 
killed and 4.50 injured ; for the year they were 2.67 accidents, 
0.67 killed and 2.78 injured. The daily averages for the month 
were thus all considerably above those for the year. The aver- 
age casualties per accident were for the month 0.240 killed and 
1.406 injured ; for the year 0.252 killed and 1.041 injured. 





The Crewe Railway Colony. 


An a S| paper has the following: 

“On Tuesday night the prizes compa by the students of the 
Crewe Mechanics’ Institute, including ninety-five prizes and 201 
certificates given by the Science and Art Department, were 
distributed by Mr. Hick, M. P., one of the directors of the Lon- 
don & Northwestern Railway Company, Mr. F. W. Webb, the 
Chief Mechanical Engineer and Locomotive Superintendent of 
the company, being in the chair. The town of Crewe is per- 
haps the most remarkable of the workmen’s cities which owe 
their modern development to the fact that a great railway com- 
pany found the site neglected and tempting for the establish- 
ment of work-shops. Forty years ago there was but one farm- 
house on the site of Crewe, and in the whole township there 
were in 1841 203 inhabitants. In 1843 shops for repairing loco- 
motive engines, carriages and wagons, were erected at Crewe 
by the Grand Junction Railway, whose lines have since 
become pe: of the Northwestern ging In 1851 the popula- 
tion had risen to 4,571. In 1861 it was 8,159. Orewe now 
reckons 24,000 inhabitants, and the eo of the neigh- 
boring villages has largely increased. A town’s meeting has 


under the Municipalities Act, but the result of the Government 


ed. The railway works occupy twenty-seven acres 


The London & North- 


western Railway Company make the gas for the town, bring 
the water from the red sandstone twelve miles south of Crewe, 
and have established baths and wash-houses. The railway 
company have also built a church and subscribed to the erec- 
tion of several chapels. The company have constructed sev- 
eral hundreds of ata. for workmen, some in blocks of four 
standing in a garden, and others more recently in rows. These 
cottages are let at weekly‘ rents, ranging between 3s. and 
4s. 6d. With the help of building societies some hundreds of 
other houses have become the freehold property of workmen. 
No public-houses are erected on the company’s land. Very 
— some fustian factories have been opened, but the Lon- 
don & Northwestern Railway Company are still beyond com- 

arison the principal employers of labor. Between 5,000 and 

,000 men and boys are engaged in their shops. Some bun- 
dreds more find occupation in the steam-sheds, permanent way 
departments and the — and shunting yard of Crewe Junc- 
tion. A savings bank has been instituted by the railway com- 

any, Which pays interest at 4 per cent. per annum on sums 

elow £50, and invests larger amounts for the workmen in the 
debentures of the company. Just before the £50 limit was 
poe ata the middle of the present year, the amount in the 
savings bank was stated to be close upon £100,000, although a 
eriod of unusual depression in trade had already set in, which 
as reduced the working days at the shops to five in a week. 

The workmen’s children are taught in three great national 
schools built by the company. Sons of workmen have the right 
to enter the company’s employment as apprentices, a privilege 
for which others pay £50 when the supply of workmen’s sons 
leaves vacancies. e premium of £50 is divided between the 
Mechanics’ Institute and other institutions for the benefit of 
workmen. There are at ae 700 apprentices in all. 

The Mechanics’ Institute has been provided by the company. 
It has « library of upwards of 5,000 volumes, many of which 
are works on scientific subjects. It has a reading room sup- 
plied with papers and telegrams, a chess-room, a smoking- 
room, & gymnasium, an American bowling-alley, a large lec- 
ture-room, and a reference-room, in which the specifications of 
all patents relating to mechanical inventions are preserved. 
Other rooms cre devoted to evening classes held during the 
winter months by teachers having the certificates of the Science 
and Art Department or other departments. The number of 
members of the institution is between 1,100 and 1,200. The 
attendance on the classes in the present session is 1,011. 
Many students join several classes. That class which has 
the largest number of students—the arithmetic and men- 
suration lecture—counts 265. There are 18 classes taught by 
ten teachers. The subjects studied are, in addition to arith- 
metic and mensuration, grammar and geography, 176 stu- 
dents ; drawing, two classes, 128 students; sewing, 106 stu- 
dents; magnetism and electricity, 90; acoustics. light and 
heat, 90; mathematics, 46; chemistry, 42; mechanics and 
steam, 34; Scripture, 14; animal physiology, 18; English his- 
tory, 7. The preferences evidenced by these numbers are 
characteristic. The classes have had in some respects a re- 
markable success. Pupils of the Crewe Mechanics’ Institute 
have risen to posts of great emolument and importance in the 
engineering profession. Five of them have gained Whitworth 
scholarships, seven are at present, with the aid of exhibitions 
which they have gained, — their studies at Owens’ Col- 
lege, Manchester, at the Royal College of Science, Dublin, and 
at South Kensington. 





LOCOMOTIVE RETURNS, SEPTEMBER, 1876. 
Master Mechanics of all American railroads are invited to send us their monthly reports for this table. 
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Atlantic & Great West’n (1st & 24 Div.)..| 228) 82|| 224,007) 2,732 16.68]|.-..+|***+ 3.37| 4.88) 0.61) 0.63) 6 32/15.71)| 1,97) 3.15 
“ « (Third & Fourth Div.).} 197) 48)| 113,042) 2,355 19.85 4.28) 4,88) 0,42) 0.75) 5.91/16.24)| 1.97) 3,15 
“ ** (Mahoning Division)... 88| 65)| 117,624) 2,139 21.79 3.64) 4,88) 0.40) 0.49) 5.85)15.26|| 1.97) 3.15 
Cairo & Vincennes.......ceesceecesecss 167} 11)| 21,508) 1,956 5.80 4.49| 3.25) 0.39|.....| 6.55)14.68|| 1.50|..... 
California Pacific......... 600 ¢he} le dnede 148} 18)| 46,064) 2 559 19.86 8.44/20.48) 0.66) 0.51) 7.37|37.46|| 8.00] 5.00 
Camden & Atlantic ........0..esceserees 67| 13)| 26,214) 2,017 5,00 0.51| 7.49) 0,81)..... 5.43)14.24)| 4.79]..... 
Gentral Pacific (Western Division)*..... 178| 652)| 184,756) 2,591 17.46|| « 4.40/20.00) 0.77) 0.43) 8,76/34.36|| 7.25) 5.00 
“ « (Visalia Division)*.. 157} 11)| 984,114) 3,101 21.665)|. 10.89) 12.35) 0,60) 0.26) 7.47/31.57|| 7.25) 5.00 
as “ (Tulare Division)*.. 131} 13)| 90,124) 2,317 12.26)|....- 5.99) 20.34) 1.11| 0.50) 8.01|35.95|| 7.25) 5.00 
“ “ Los Angeles, Yuma, San 
iego and Wilm., Divs.)*. 273| 165|| 40,578) 2,705 14.38} |..+-.) +++ 2.96/10.99| 0 91| 1.26) 7.71/23,.83)|| 7.25) 5.00 
“ « (Sacramento Division)*.. 120} 44/| 117,662) 2,674 15.19||..-..)++++ 7.98)17.76| 0.85) 0.36) 9.08/36.03)|.....] 5.00 
“ ** (Oregon Division)*...... 161 7\| 20,992) 2, 20.28) |. -++.) e005 13.61}12.77| 0.66) 0,37) 8,80/36,21)|.....| 5.00 
“ «* (Truckee Division)*..... 205) 28)| 72,528) 2,590 16.16}|.....|+++++ 9.2%/19.33) 0,82) 0.39) 8.24/38.01!| 7.25) 5.00 
ee “« (Humboldt Division)*... 237| 24 70,781| 2,949 15,82)|. 2...) eee 9,.41/18.92| 0 78) 0.36) 7.77|/37.24|| 7.25) 5.00 
“ « (Salt Lake Division)*.... 183} 27|| 72,580) 2,688 14.24||..... 8.00/19.95) 0.92) 0.36) 7.70/36.93|| 7.25] 5.00 
Cleve., Col., Cin. & Ind.(Col’bus Div.)... 138} 569|| 170,362) 2,887 83.00||..++-.)++++|| 2,66) 4.63) 0.47) 0.98) 5.48)14.12]| 1.75} 3.560 
“ ss ** (Indianapolis Div.).. 207; 66)| 219,630) 3,326 27.20)|.... |+++++|| B11) 4,65) 0.69) 1 35) 5.66)16.26)| 1.75) 3.50 
“ “ *« (Cincinnati Div.)... 130| 29)| 84,838) 2,925 +|23.90)|..-+- +++++|| 2,565) 5.01) 0.50) 0.90) 5.86/14.82)| 1.75] 3.50 
Cleveland & Pittsburght..............++ 199) 75|| 163,670) 2,181 20.40||17.40)0 822)| 2.68) 3.13] 0.564) 2.38] 6,90\15.63|| 1.28] 2.05 
Cleveland & Mahoning Valley.......... 41| 6)| 14,793) 2,466 +-| 20.95 aad | 0.66) 5.02) 0.83) 1.15) 6,20)13,36)| 1.81) 2.81 
Del., Lacka. & West. (Bloomsburg Div.)t 80} 27|| 71,060) 9,631 ++ |25,68]|..... Jeeees |] 1.82].... | 0.78].....| 5,58) B.UB||..cccleccee 
Erie & Pittsburgh 98} 28)| 48,247) 1,724 --|16 11)|16.60/0 986)| 2.66) 4.65| 0.67) 1.82] 6.91/16.71|| 1.77] 1.77 
Hannibal & St, Josép 60|| 146,269) 2,438 ++|22,.40]|..-.+ | ueeée 4,70) 4.00) 0.30).....| 6,90)15.90|| 1.60) 2.60 
Iilinois Central (Chicago Div.)§ 263; 65|| 156,602) 2.409 : + -]16,86}|19.99 +|| 3.76) 4.75) 0.26|.....| 6.24)16.08)| 1 75) 4.00 
“ a (South Div.)§ .....++++- 231) 30|| 67,510) 2,260 y 16,25) | 11.60) -|| 7,08) 4.05] 6.27). 6 00|17.40)| 1.75) 4.00 
“ “ iNorth Div.)§ .......... 225) 43]; 85,118) 1,979 J 3.96) |14.03) 9.92) 5.46) 0.32). 6.56/22.26|| 1.75) 4.00 
ed ba (Towa Div.)§..........+. 401; 46); 96,463) 2,539 . 18,81) /11.76)...-. 6.45| 7.92) 0.26|..... 6.32/20.94|| 3.00) 5.12 
Jeffersonville, Madison & Indianapolist| 226) 42)| 91.868) 2,187 ‘ .67| 14.43] |20.04|0,889)| 2.55] 6.28) 0.52| 2.18] 6.43/17.96|| 2.80] 2.25 
Kansas Pacific, Main Linelj.............. 673) 85'| 157,373) 1,861 if + oe{14,19]|.+-e0)+e+0]| 4,90) 9 48) O.41)..... 6.91|21.70|| 3.00) 3.60 
bi including all branches] 915} 94 | 180.150) 1,916 7 . 4.71| 9.58) 0.40)..... 7 14/21.83|| 3.05) 4.75 
Kansas City, St, Jo, & Council Bluffs]... 275) 27 | 73,635) 2,727|| 54.60).... 6.10} 6.00) 0,40)..... 6.60/19.10); 3.00) 3,00 
Lake Shore & Mick. So. (Buff. Div.)**..|......| 90 | 187,92? 2,088} 38.04) 45.19 ccesellors 4.79|10.71)| 0.66)... 6.22/22.30)|| 400) 5.69 
ss ss (Erie Div.)**|...... 113 | 243,305) 2 153|/ -39,19/50.12),... 3.82) 8.65| 0.36)..... 5.79|18.63)|| 3.25) 5.43 
«s « (Toledo Div.)**|......| 85 “ 35 61/49.09)].... 3.02) 9.61| 0.44... 5.77|18 88)| 3.45) 4.08 
¢ ** (Mich. So. Div.)** 039 34.85/55.93)... 4.10|10.97| 0.30|.....| 6.20/21.90|| 4.95] 4 3 
Leavenworth, Lawrence & Galveston... 7.98) 7.387) 0.29).. 6.: 7/21.71|| 3.44) 2.80 
Little Rock & Fort Smith............... 4.48) 3.53) 0.62|.....| 5.61/14 14)| 3 00} 2,00 
Marquette, Houghton & Ontonagon..... 2.06/11.55) 0.53). . 7.07/21,238)|...es}.ee+0 
Missouri, Kansas & Texas]**,.......... 4.60) 741) 0.51)..... 6.10}18.22)| 2.25]..... 
North’n Cent’! (Elm. & Oanand’gua Div.) 5.94) 5.64) 0.69).....| 6.06)18,22)| 0.07) 2.72 
Pennsylvania (New York Division) tt... 4.20/11,90) 1.20).. + eeee/17.30 |0.144 6.24 
ss (Amboy Division) tt......| 154) 47 | 84.238) 1,792|/ 56.98)..... 3.40) 7.60) 0.90).....|. 11.90)|0.144] 6.26 
“ (Belvidere Division) ft... 5 .60)10.00) 1.20). +++ ++} 16,80) |0,144) 6.24 
“ (Philadelphia Division) tt} 191] 197 1.60) 4 90) 0.80).....].....| 7 20]/0,048] 4.00 
es (Middle Division)tt...... 132) 101 4.90) 4.90) 0.70). ++ ++|10.60)|0.048] 4.00 
“ (Pitteb’gh Div., E. End) tt!...... 17 3.70} 6.10) 1.00).....|....+ 10.80} /0.048) 4,00 
“ss (Pittsb’hDiv.,West End)ftt)...... 124 2.60) 420! 0.70)... ++} 7.60)|0.048) 4.00 
as (Tyrone Division)tt..... 107, 28 6.40) 5.00) 0.60|.. ++|11 00)|0.048) 4,01 
“ (West Pennsylvania Div)tt 104) 26 3.10) 3,70) 0.40). +| 7.20)\0 048) 4.00 
“ (Lewistown Division) tt.. 56; 6 3.00} 3.80) 0,50). +++| 7,30) /0,048) 3.96 
se (Bedford Division) tt.... 57; 4 7.40) 4,80) 0.40).....|.....|/12.60}/0.048) 4.00 
Pitts., Ft. Wayne & Chi. (East’n Div.)t.| 371) 153 2.80) 3.88) 0.70) 1.63) 6.64/15.65)| 1.63] 1.63 
“ “ ss (Western Div.)t} 280) 113 2.75) 5.06) 0.45) 1.98) 6 40/16.64/| 1.96) 1.95 
Pitts., Cin, & St, L. (Little Miami Div.)t}/ 197) 40|| 97,086) 2,427|| 45.92]..... 4.36) 4.80) 0.67) 2.14) 6.39/18.96}| 2.10) 2.50 
«s es  — (Pitteb. & Col. Div.)t} BQH}... || .eeeersleceees hedacce coco focsestivcccsidooe tecéee Socwshs voces cc soleeses eebdellocdedlesces 
St.Louis, I, M. & So. (Arkansas Div.)....| 325) 32/| 80,680) 2,618)|...... 39.70/16.90] |...) e000 3.25) 5.94) 0.69)..... 6.98) 16,76)|.....| 2.40 
Stockton & Copperopolis............ oad 49, 2 3,962) 1,976 )...... 76.37|30.88) |. 2.00) e000 14.07) 6.54) 0.62) 0.89) 9.3u/31.32)}.....| 5.00 
Weat Jersey th.......000. soecevcecceces 128) 18}; 40,702) 2 261 43.78 |38.91 15.43} |... ++) +++++||12,30) 9.70) 0.50].....|....- 22.50 ‘aon 440 














t Five empty cars rated as three loaded ones. 
§ Two empty cars rated as one loaded one. 
@ Three empty cars rated as two loaded ones, 





tt Engineers’, firemen’s and wipers’ wages not included in cost of 


* Switching engines allowed 6 miles per hour; helping engines actual distance and 4 miles per hour while waiting trains.‘ 


¢ Fuel not estimated. 

|| Switching and work-train engines allowed 60 miles per day. 
—™ engines allowed 6 miles per hour. 

engines. 


[Drcempzn 22, 1876 








